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IMPROVEMENT IN ‘“‘ DUMMY” ENGINES. 

tobinson, of Mystic River, Connecticut, has 
patented the arrangement for a cheap locomotive represented 
in the accompanying engraving. The nature of the invention 


Thomas C. 








is sufficiently obvious without explanation, but we doubt 
whether it will commend itself to our readers or to any one else 
who has had any experience in operating or building locomo- 
tives. We also doubt its novelty even as applied to locomo- 
tives, and all familiar with steam pumps have seen the sanx 
device in use for communicating rotary motion to the fly-whee! 
and shaft. 
IMPROVEMENT IN LOCOMOTIVE BOILER FURNACES. 

This improvement (?) has b»en patented by Joha Wood, Jr.. 
of Conshohocken, Pa. It resombles the Jauriet fire-box iv 
many respects. The cross section of the deflector F is seg- 


HATE eet 





mental in form and is not attache to the siles of the fire-b»x 
The upper end is attached bya pipe, J, with the steam space 
of the boiler. Tus pipe, the inventor states, “ braces and aids 
in supporting the outer enl of the deflector, and the said pipe 
may cither be inclined and connected to the back of tho fire- 
box, as shown in the drawing, or it muy bo carried vertically 
upward through the crowa-s'ioct, as iudicated by dottei 
lines.” Tue difficulty with such pipes, we think, would bo to 
keep them from leaking at their co1nections. 
IMPROVEMENT IN DEVICES FOR LOCKING NUTS. 

This is the invention of Kellogg H. Loomis, of New York Cit’, 
and consists of a motallic spring washer, D, cut in the form 
represented by the engraving, so that the part a, a’’ is de- 
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pressed by the corner of the nut when it is turned to screw it 
up. The nut can be unscrewed by simply depressing the 
point a’’. 

IMPROVEMENT IN STEAM-POWER AIR BRAKES. 

This invention is patented by George Westinghouse, Jr., of 
Pittsburgh, Pa. The following description and claim is copied 
from his specifications : 

‘In the air-brakes now in common use an air-pump is em- 
ployed tocompress the air, by the application of which to a 
piston the brake-shoes are applied to the wheels. I have found 
that the air may be compressed sufficiently for use in many 
cases by means of a jet of steam projected across the orifice 
or open end of an air-pipe, and into the cylinder in which the 
air is to be compressed, whereby the »ir-pump 1s, in such cases, 
rendered unnecessary ; and in the combination of devices for 





securing this end by such means consists the nature of my in- 
veation.” 
* aa . 2 * * 
“What I claim as my invention, is— 
““Tue combination of steam-nozzle, air-pipe, and cylinder or 





reservoir, when the steam-nozzle is arranged to discharge steam 
in the direction of the in-flow, and thus force in the air along 
and compress it in the cylinder, substantially as and for the 
purposes set forth.” 











Station Indicator. 


** Plainfield!” shouts the brakeman; or was it Cranefield— 
or Brookfield, or Fairfield, or Litchfield, or Richfield, or Bloom- 
ield, or Weathersfield ?—for we didn’t exactly catch the first 
syllable, there being a shock and a rumble coincident with its 
itterance. And the lady behind seems not to have caught 
ither syllable, for she anxiously asks, ‘‘ What station is this?” 
to say nothing of that older lady with a basket and a bandbox 
on her lap, who asks (as she has asked at every station), ‘Is 
his Boston?” So, the ears not being trustworthy on a moving 
rain, why not use our eyes? especially as words addressed to 
hem may be kept before them all the time between two sta- 
ions, while we cannot expect, and certainly do nut want, the 
»rakeman to be crying out all that time. 

The engraving shows so clearly that description is superfluous 
i station indicator which is mannfactured bv V. D. Perry & Co., 
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‘n Hartford, Conn. A gong bell is attached to each, which 
strikes when indicators are changed. For instance, when 
ve leave New Hoeven on the Huartforl & Now Haven 
Railroad, the indicator reads, “North Haven,” which is the 
ext station north. Having passed North Haven the brake- 
nan takes down this indicator, and. puts up one which 
reads ** Wallingford,” at which time the gong strikes, and 
wo all look up and see what station we will next stop 
at; and such of us as are going to get off at Wallingford 
gather up our canes and umbrellas and parasols and bundles 
snd satchels and newspapers, and get ready to leave the car as 
soon as it stops. The manufacturers are also the proprietors of 
the patent, and are prepared to sell the right to manufacture 
as well as the completed indicators to railroad companies. 

These indicators are now in use on the Hartford, Providence 
& Fishkill, the Connecticut Valley, and the Hartford & New 
Haven railroads. 


How Long Should a Man Stick to his Engine ? 


A correspondent of the Locomotive Engineers’ Journal, writ- 
ing from Rutland, Vt., speaking of the duty and extent of the 
responsibility of an engine man in case of accident, says: 

‘‘Where an accident takes place, such as going down the 
dump, or colliding with another train—a bridge may be | 
gone, a culvert washed away—he may see the fatal leap; I ask 
you, thinking your experience is worth as much as mine, would 
there be anything heroic for me to stand on the foot-board 
and plunge with my engine at my post into cer- 
tain and dreadful death? Is there anything brave 
about it? Have you no responsibilities here on earth, 
no matter if you have ten cara loaded with passen- | 
gers that must follow the engine as the case may be? Now I | 
consider an engineer's responsibility ceases, in such cases, 
when he has sounded his whistle properly and reversed his en- | 
gine, opened his throttle, pulled open his sand-box. He has 
done his whole duty to God and man as far as he can to stop | 
the train, and if he has time and opportunity, if he is true to | 
himself, he will try to get off and not go down to the bottom | 
calling for brakes. Many engineers go down and collide and | 
are killed, for the reason they do not have time after doing 
their duty. I never should feel as if a man was fit to run an en- | 
gine if he had not courage enough to do his whole duty. But 
after he has stood to his post and done all that has been put | 
into his hands to do with, thenI say he is a man that will try | 
and save his own life,” 
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| listened to. 


Gontributions. 





The Master Car Builders. 





To THe Eprror or THE RarLRoap GazETTE: 

The Master Car Builders’ Association came to St. Louis em- 
bowered, as it wore, in the Saugerfest. From the period of 
arrival until their going forth again they were wrapped in 
wreaths and festoons of evergreen and waving banners, and 
wrought on by strains of music from marching bands. To do 


| them justice, though doubtless moved by these and the hosp - 


talities offered them by sundry citizens, they adhered bravely 
to the work they had como to do, and only beguiled their 
leisure with the excitement of the occasion. Indeed, as on 
their trip to Iron Mountain and the trial of the steam-brake, 
they worked the pleasant occasion into the examination of 
practical improvements. 

Their first committee to report, that on the forthcoming 
**Dictionary of Terms,” gave a flattering idea of the work as 
commenced, but the writer can scarcely agree with their ap- 
parent views for the futuro. Why, for instance, should the 
terms adopted for the names of parts be descriptive? Almost 
necessarily descriptive terms are loose terms. Oil box, for in- 
stance, may apply to many different kinds of boxes used for 
holding oil for many different purposes. Pedestal, is worse, for 
it applies to the foot or to something supported directly from 
below, and surely the hanging member usually going under 
that name could hardly be so described. Nor can I see the use 


| of first getting everybody’s name for each part, since they can- 


not often be adopted, and much time is taken up thereby. 
Would it not be better and speedier to proceed at once 
to the application of purely arbitrary names? These would 
not be many, could be easily learned, and be so arranged as to 
correspond to each other as the parts corresporid. It seems to 
me that this would make the dictionary complete, and prevent 
the names from agreeing too closely with the technical names 
used in other trades for other objects. For instance, chisel, 
gimlet, auger, saw, and others are mostly arbitrary, or have 
but an implied meaning ; but if either of these tools had names 
descriptive of their use, how much extra description would be 
required to separate gimlet from auger? If descriptive names 
are useful, the words shou'd be in a dead language, which 
would to some extent save them from a too general and pro- 
miscuous use. One thing, however, is certain over all this, 
that the names should be short. The tendency of living lan- 
guage is in that directi m, and long words 
would soon be so abbreviated as to baffle 
any search in the ** Dictionary of Terms” 
for their origin. 

A very useful resolution was passed 
against the continuance of the shoulder 
which has hithe: to been formed on the 
axle to stay the wheel in its place. The- 
oretically, it should never have been put 
on. For, supposing the axle a moment 
stationary, it will be easily seen that the 
extrcme transverse strain upon the sum- 
mit of the smaller part, or neck, must 
vary inversely with the extreme tran:- 
verse strain upon the summit of the 
larger part of the shaft in terms of their 
diameter. Greater, therefore, must be 
variance between the transverse strains upon the 
summit of the neck and the same strain upon fibres in 
the main shaft which are continuous with them; for there 
last are still less than he extremo strains upon the miia 
shaft in proportion to their distance from the center. From 
this it follows that there must be a greater strain ujon 
such point in the cross-section of the neck, next the 
shoulder, than upon a point directly contiguous to it in the 
main shaft, the difference forming an unbalanced stress 
tending upon the upper or tensile side to separate the particles 
along the line of the shoulder. In the transverse strain the 
unbalanced stress may be considerable, and is further increased 
by the vibrations of the middle of the axle many times a sccond, 
and by the fact that at every revolution of the wheel each fibre 
at any distance from the center of the axle is alternately com- 
pressed and elongated. But not only is there this tendency, 
several hundred times each minute, to squeeze the atoms to- 
gether and then separate them, but the tensile action during 
the same time tends to distort them and displace them in a rec- 
tangular direction. The obvious cure for thisis either to elim- 
inate the unbalanced strain altogether by a uniform diameter, 
or to indefinitely divide it along a considerable length by a 
gradual taper. The convention for practical reasons adopted 
the latter plan. 





the 


Iam often asked why mathematicians do not take up such 
things in their inception and thus save the time and expense of 
costly practice? The reason is plain enough. They are not 
It seems to require a certain number of injuries, 
acertain number of hundreds of thousands of dollars to be 
wasted, before these things are appreciated, whether pye- 
vised or not; and mathematicians are, I suppose, more 
usefully employed than in doing grating brain labor for the 


| mere reward of being called visionaries when they utter their 


results. 

There seemed to be a reluctance among some of the members 
to take up the question of lighter cars. The general idea 
seemed to be that they would be overloaded anyhow. One 
member said that he had some old light cars which were con- 
stantly getting damaged when massed with heavier cars. The 
fact that they were twenty-five years old might, however, have 
had as much to do with the injuries as their lightness, This 
reluctance is natural. Men of whatever intelligence or talent 
who have not been accustomed to drive their reasoning process 
by the will, are a little apt either to adhere to detail exclusively 
or to fly off into generalities. It requires a certain amount of 
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practice to train the mind to consider details in their relation | Repairs, 3.56 ; fuel, 7.49 ; stores, 70; or if with the “ Ameri- Sa ae 9199.08! cite By 948 bushels. 
to other Getaiia on enuhall sited can” engine, it is, for repairs, 2.74 ; fuel, 6.36 ; stores, 57. sere ie 5,008,400“ 9,097,638 = 

In this view the Association was wise in admitting, as they Now this is of some consequence. Let us have light. } mone i — : i ieaes po 


did, a certain number of scientific men, civil and mechanical en- 
gincers and others, to participate with them in the privilege of 
membership. They could assist greatly in such parts of tho 
work as this ; and it would certainly appear to be no difficult, 
though doubtless a tedious, task, to tabulate the amount of 
waste weight carried per mile, putting against it the small gain 
made by loading cars beyond a regulation limit. After this the 
influence of the car-builders should be able to secure the proper 
loading of the stock. There is too much money in the matter 
for neglect. 

Efforts are being made by the Association to obtain a uni- 
form standard for the size and form of axles, oil boxes and 
contiguous parts. This is another move in the right direction, 
and will, when completed, save large sums in the repairs of 
cars upon exchanging roads. But this is clearly connected 
with the question of “‘dead-weight,” and until that is definite- 
ly settled, all such arrangements—no matter how good they 
may be in themselves—will run the risk of being only tempo- 
rary in their duration. The question of light stock will be 
continually looming up, if not shut out by proper reason, just 
so long as it is cheaper to haul one ton than two. The sooner 
the matter is frankly acted upon the better, and so much the 
sooner can other matters be acted upon with decision. 

Generally the members worked well together, feeling a full 
sense of pride in their Association. If they can continue this 
and increase it, without allowing it to fall into class bigotry, 
the Association may be assured of a long and useful life. Their 
professional position upon railroads is exceedingly important, 
and their Association, if properly directed in its objects, may 
be made to perform most useful work, which -without it could 
never be accomplished. To do this, they must work together 
in harmony, and never forget that they are fallible men, and 
that others may, by a different road than the one they pursue, 
arrive at results which may be most useful to them. Recog- 
nizing this, gathering together all that they can discover 
for themselves and welcoming all that is willingly 
and frankly brought to them, they can, with time and patience, 
enunciate laws for weight and construction in their peculiar 
circle which will at least be practically perfect. 

Without feeling any right or ability to advise, I will suggest 
that the most important question they have before them is the 
“Weight of Car” and the * Economic Standard Load,” as con- 
nected with it, after which the sizes and forms of details can 
be permanently fixed. 

Their welcome in St. Louis will always be cordial. 

Louis NICKERSON. 


Simple Rules for Locating Frogs. 





LovisviLtE, Ky., June 22, 1872. 
To tae Eprror or THE RAILROAD GAZETTE : 


I notice in your issue of the 1st, and again in the 15th, articles 
on “location of frogs.” While both of them are useful, and 
correct as is necessary, these formule are not needed generally, 
for two reasons. First, if a “turnout” is laid out by an en- 
gincer, he can calculate each turnout as the occasion may 
arise, and, second, if a turnout is to be laid out bya section 
boss or road-master, very few of them know what a formula 
means. The formula of your correspondent of the 15th should 
bo x= ¥GD— G? instead of s= VGD. The error, how- 
over, practically, is of small consequence. 

In general, a frog is furnished the section-man, and he is to 
calculate the distance from heel of switch to point of frog by 
it. NowI think the following of more value to the practical, 
uneducated “ boss.” Multiply double the gauge by the proportion 
of the angle of your frog. For instance, if the gauge is 5 feet and 
your frog is 1 to 6, say simply, “Twice 5 is 10, and six times 
10 is 60.” Sixty feet from heel of switch to point of frog. Ifa 
crotch-frog is used (or 8-throw switch), multiply your propor- 
tion of single frog by seven-tenths, and you have the propor- 
tion of erotch-frog. Multiply distance from heel of switch to 
point of single frog by seven-tenths, and you will have distance 
to point of crotch-frog. These rules are sufliciently accurate 
for all practical purposes. 

lor example, say that a ‘fone in seven” frog was furnished to 
a section boss, on a 4 ft. 8h in. gauge road. He would multiply 
the 4 ft. 8} in. by two, and that by seven, which would give him 
65 feet 11 inches from heel of switch to point of frog. 

By multiplying this by seven-tenths he would have 46 feet and 
2 inches, distance from heel of switch to point of crotch-frog ; 
and again multiplying his proportion of single frog by seven- 
tenths, he would have 4.9, or say 1 in 5. 

Can any one give simpler rules for track men? 

G. CO. B. 





Eight-Wheeled Locomotives—A Discrepancy. 





PHILADELPHIA, June 24, 1872. 
To Tae Eprror oF THE RatLRoap GAZETTE: 


What saving may we understand is effected in the use of 
‘** Mogul” over the ‘‘ American” or 10-wheeled locumotive ? 

The Gazette for June 22, page 262, in reporting proceedings 
of the convention at Boston, says that the committee reported 
on “‘comj arative cost of operating eight and ten-wheeled loco- 
motives,” as follows : 

‘© 8-wheel (American ?)—Repairs, 4.11 ; fuel, 9.53 ; stores, 85. 

10-wheel—Repairs, 5.78 ; fuel, 11.23 ; stores, 1.05,” 
and that the committee on “comparative performance and cost 
of operation of ten-wheeled engines with six drivers coupled, 
and eight-wheeled engines with four drivers coupled,” reported 
that Mogul engines can be run for 33 per cent. less than the 
others. I desire some one to ‘vise to explain ;” for if compari- 
son is with 10-wheelers the cost is : 





[We have also observed that there is some discrepancy be- 
tween the two reports. We will, however, soon publish them 
both in full, and will then make some further comment and 
comparisons.—Ep1ToR RAILROAD GAZETTE. } 





Report of the Toledo, Wabash & Western Railway. 





From the annual report of this company for the year 1871 we 
make up the following statement of the condition of the prop- 
erty and the operations of the year: 

The whole number of miles of railway owned and leased by 
this company are as follows: 











OWNED. 
Ohio Division..... ..cccccccsccsccccccecce 75 5-10 miles. 
ror ere 166 1-10 
ME cose rebsennceavessinuaes 210 As 
Or err nT 41 2-10 
BR TR nccccccccccsccscccccsssenes 
le a  ahabagsens, KaOCeRekae nee 
— 605 8-10 miles. 
LEASED. 
Pekin. B TeCstar soc cccsecccrccesscscsss 67 2-10 miles. 
Hannibal & Naples ......... eeseesesoens 52 8 
Hannibal & Central Missouri... ....... 702-10 “ 
Lafayette & Bloomington.......... ... = 2-10 ‘ , 
, Point & Quincy ..cccccccccecccses 2 = 
— : , 328 6-10 miles. 
ccceveaciaiete Mivens eebnmte scanned 934 4-10 ‘* 


That there may be no misapprehension with reference to this 
report, if should be mentioned that nothing herein contained 
has any reference whatever to the business or other operations 
of the leased lines now controlled by this company, excepting 
trom Camp Point to Quincy (22 miles), all facts and figures 
being confined exclusively to the road of the consolidated com- 
pany : 

CAPITAL, 

Capital stock and bonded debt, representing the cost of the 

road, equipment and general property, 1s as follows, viz.: 


General stock, 150,000 shares. .......-2----.eceeseeeeees $15,'00,000 00 
Preferred stock, 10,000 shares..............ccee--eeeees 1,000,000 00 
First-mortgage bonds—Toledo & Illinois R. R. Co..... 900,000 00 
First-mortgage bonds—L. E. W. & St. L. R. R. Co..... 2,500,000 00 
First-mortgage bonds—G.W. R. R. Co. (west of Decatur) 4,000 09 
First-mortgage bonds—Gt. W. R. R. C». of 1359....... 2,496,000 00 
First-mortgage bonds—Quincy & Toledo R. R. Co..... 500,000 00 
Virst-mortgage bonds—lilinois & Southern lowa R. R. — 300,000 00 
Second-mortgage bonds—Toledo & Wabash R. R. Co.. 1,010,000 00 
Second-mortgage bonds—Wabash & Western R.W. Co. 1,500,000 01) 
Second-mortgage bonds—Gt. W. R. R. Co., of 1859..... 2,50".0°0 00 
Equipment bonds—Toledo & Wabash R. W. Co........ 600,000 00 
Consolidated mortgage bonds—Toledo,W. & W. R. W. 

Wi cn cs concvece, coat ahees bc6 vat saseewRaasomes'n 2,700,000 90 
First-mortgage bonds—D. & E. St. L. R. R. Co........ 2,700,000 00 





$33,700,L00 00 
As the company ownes 606 miles of road, this capital account 
is at the rate of $55,610 per mile, very nearly, and the bonded 
debt is $29,208 per mile. 
FINANCIAL. 

The following statements present in a condensed form the 
revenues and expenditures of the operating department of the 
road for the current fiscal year, viz.: 

Revenue : 


Passenger transportation............ .... $1,228,193 41 
Freight transporation........---......+4. 4,027,722 93 


Mail traneportation....cccccsessescccsses 84,200 04 
Express transportation..............++++- 7,652 12 
Miscellaneous transportation.... ....... 298,897 41 
—_—_——_——- $5,736,665 91 
Eapenditures : 
Renewal of iron and superstructure .... $527,249 18 
Maintenance of roadway and structures 659,936 71 
Maintenance of cars, engines, &c........ 519,603 61 
General transportation expenses........ 1,963,586 92 
$3,670,376 42 
Taxes and insurance... ................. 106,451 51 


—_——-——- $3,776,827 93 





Leaving a net revenue of.... $1,959,837 98 

The general account shows, besides cost of working ex- 
penditures of $977,610.83 for equipment and $379,960.27 for con- 
struction. The company began the year 1872 with available 
assets amounting to°$833,752.82, including $371,251.96 cash on 
deposit. 


REMARKS, 


The gross earnings of the road for the current fiscal year are 
as follows: 


URIaE IROAOTANOR oo onc. cies snccdecccsiccccncceus $4,027,722 93 
Passenger transportation..... + 1,228,193 41 
Mail transportation....... 84,200 04 
Express transportation, 97,652 12 
All other sources........ 298,897 41 










TN 9: 13655 55cbMe ac eekie bedeen Adan oe ade bean $5,736,665 91 

The entire operating expenses including taxes were 
OT ORG) asics, onic's0n0 n0ce6nns0cs6bbeesasdunesdincaces 3,776,827 93 
ETT RT eR eI $1,959,837 98 


The total interest on the bonded debt and preferred 
stock, including capitalized roadway at Quincy and 
Hamilton 1,359,120 00 
$600,717 98 
Although the net profits of the year were equivalent to four 

per cent. on the entire common stock of the company, the di- 

rectors, after a full and candid consideration of the subject, con- 

cluded it to be the dictate of sound policy to omit the payment 
of a dividend and use the surplus for procuring additional equip- 
ment and otherwise promoting the efficiency of the road. 

The following are the comparative earnings for the present 
and preceding year : 


Leaving a net balance Of.............ceeceescceess 


I NG Biicinns 6.0 0.0's:600000000660000sen0receaed 736,665 91 
INGE SEM secctcncccrcecicuecced schedbesaee 4,544,610 92 
Increase (0624 per Cent)... .ccscccccccs scccsccces $1,192,024 99 


An analysis of the earnings of the present year shows a de- 
crease of $14,698.54 in the passenger earnings, and an increase 
of $1,018,697.25 in freight and $188,026.28 in mail, express and 
miscellaneous earnings. 

The inconsiderable decrease of Lage ig! earnings is about 
equally divided between the through and local business, and 
considering the prevailing depression in this branch of business 
throughout the whole western country, the results of the year 
are not discouraging. 

The important gain realized in our freight traffic is, no doubt, 
primarily due to the natural increase of tonnage with each re- 
curring year, still it is obvious that the unusually heavy move- 
ment of grain and flour has more immediately contributed to 
produce this result, as the following will show: 





8,950,283 








14,590,512 - 
8,990,283 - 


Increase (63 per cent.)........ beni eegaplananiéae 5,640,229 sg 
WOM; BOE seniis ss acvensaace 620,556 batrels, 
a ern terete ee 495, 120 . 
125,436 = 
Making a total movement for the year 1871 (reducing flour to 
bushels) of 18,053,282 bushels, being an increase ot 6,267,409 

bushels over the previous year. 

In this connection it seems but a simple act of duty to state 
that, notwitstanding the operations of the year indicate a 
marked increase in treight earnings, itis painfully apparent that 
the amount actually realized was, at a moderate calculation, 
fully two millions of dollars less than it ought and would have 
been, had our eastern connections furnished the requisite facil- 
ities for receiving and forwarding our freight with reason- 
able promptitude. While it is ditticult to measure the full 
extent of the losses sustained in consequence of this circum- 
stance, they are partially disclosed in the frequent revocation 
of orders tor freight cars, which often extended to the number 
of two and three thousand cars in the space of a single week. 
Indeed, the experience of the year in our freight operations has 
been little else than a constant and daily reiterauon of block- 
ades, paralyzing shippers and proving essentially ruinous to the 
business of our road. This subject, however, 18 thus referred 
to with no motive of recrimination or censure, but that the 
shareholders may clearly and fully understand why, with a 
traffic pressing upon every division of the road sufticient to 
have produced a satisfactory dividend, the company were ren- 
dered wholly and utterly powerless to earn it. 

LEASED ROADS, ETC. 


In pursuance of the confirmation of certain leases by the 
stockholders of this company at their meeting held in Novem- 
ber, we have acquired the control and management of several 
newly-constructed lines of railway. ‘lhe primary object in 
securing the possession of these new roads was to attract to our 
own line a large and increased share of the growing business of 
new and productive sections of country lying immediately west 
of us, and secondarily to anticipate rival lines in the occupation 
of terr.tory naturally tributary to our own road, and thus pre- 
vent the uiversion of an important traftic, which, if left untram- 
meled, would inevitably seck the advantages of our own shorter 
and more eligible route. 

The leases thus far made include the following roads, and the 
conditions of their possession involve an obligation on the part 
of this company to pay 7 per cent. interest per annum on the 
bonded debt ot each, viz. : 

The Pekin, Lincoln & Decatur Railroad.—Length, 67 2-10 
miles ; bonded debt (first mortgage), $1,076,000. 

Lhe Hannibal & Naples Railroad, including Pittsfield Branch 
of 7 miles.—Total length, 52 miles; bonded debt, first mort- 
gage, $675,000 ; second mortgage, $225,000. Total bonded debt, 
$900,000. 

Tne Hannibal & Central Missouri Railroad.—Length 70 2-10 
miles; bonded debt, first mortgage, $1,100,000 ; second mort- 
gage, $250,000. Total bonded debt, $1,350,000. 

Lhe Indiana Division of the Lafayetie, Muncie & Bloomington 
Radroad.—Length, 36 9-10 miles ; bonded debt, first mortgage 
$666,000 ; and the Lafayette, Bloomington & Mississippi Kailway 
—Length, 80 3-10 miles ; bonded debt, first mortgage, $1,300,- 
000. ‘otal Bonded debt, $1,966,000. 

Lhe Camp Point & Quincy Division of the Chicago, Burling- 
ton & Quincy Railroad (by joint occupation).—Length, 22 
miles; with obligation to pay 10 per cent. on a valuation of 
$400,000. 

Total length of leased roads... ........ ....ccccsseeee 328 6-10 miles 
‘Total bonded debt of the same $5,692,L00 
($17,322 per mile.) 


Emcrenes 0 HOF COME.) ..0.2.0cccccccccccccccecce 


EQUIPMENT. 

The company have added to its equipment during the year 
52 first class locomotive engines, and about 600 cars of various 
classes, at a cost of $957,605.87. 

At the close of the year, the equipment stood as follows : 
LOCOMOMIVS ENGINES .... 2... .000cessccesccccccce-coscewerceecces 
PRRSENGST, GANT ORE DARTARS COLD ......0.0's0sccncccecesccscscsesess 
IE cn ncudds, Sotencsancwntennkencaansbhann 3,400 

Besides the large amount of manufacturing and general re- 
— done at the shop of the company, there were built two 

-ullman drawing-room coaches for the Pullman Company, and 
175 box cars for the Lake Shore & Michigan Southern Railway 
Company. 

An arrangement was recently concluded whereby we are to 
secure a further increase to our rolling stock by an addition of 
seven locomotives and about 800 freight and other cars, which 
are to be delivered upon the road during the early part of 1872. 
This large accession to our equipment is to be obtained upon 
advantageous terms for our company, and will supply a de- 
ficiency that has hitherto seriously crippled the operations of 
the road. 

MAINTENANCE OF ROADWAY, ETC. 

The renewals and repairs of the track generally have been 
prosecuted with more than ordinary care and thoroughness 
during the present year, and the improvements made have been 
much more extensive than have usually been made in previous 
years. Therenewal of iron especially has been large, exceeding 
10,000 tons of new, ani 6,000 tons of repaired iron. 

The following comprise some of the improvements made : 


Rey MEGM PE SO Tie Bs 5 ooh is 6000 ccc sc ccdeeesssesces 111 miles. 
Iron taken out, repaired and replaced.....---.........ee0 bes 
PHOWE GRRE ee Ge GO GIs os ciccs 60. cegwaccccecececses ie 
Sd eee deen cy MOET TUT OTC  ° 
SUE RC ataibuincsendegcatansdeboskantcascsensecannene 197,677 “* 


Early in the season a substantial iron bridge, of 677 feet in 
length, was erected on the Maumee River at Defiance, and in 
the autumn, a like structure, of 511 feet in length, was erected 
over Wild Cat River, west of Lafayette, at a total cost of 
$83,300. 

CAPITAL. 

The aggregate capital of the company remains unchanged, to 
wit, $15,000,000 of general stock, $1,000,000 preferred stock, and 
$17,700,000 of the various classes of bonds heretofore recapitu- 
lated. The only change made in the status of the bonded debt 
is the redemption and cancellation of $683,000 10 per cent. 
bonds, issued by the Great Western Railroad Company, and the 
substitution therefor of a corresponding amount of 7 per cent. 
bonds, issued by that company and held in trust for that pur- 
pose. There remains outstanding but $4,000 of the issue of 10 
per cent. bonds, for which a like amount of 10 per cent. bonds 
are held in trust for their payment or substitution. 





Report of the Chicago, Rock Island & Pacific Rail- 
road. 











This company owned at the beginning of the last fiscal year, 
April 1, 1871, the main line from Chicago to Council Bluffs, 493 
miles ; a branch from Wilton to Washington, Iowa, 50 miles ; a 
branch from Rock Island Junction to Port Byron, Ill., 9 miles ; 
a total of 552 miles ; and it leased and operated the Peoria & 
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Bureau Valley Railroad, from Bureau Junction to Peoria, 46} 
miles, and the part then completed of the Chicago & South- 
western Railway, from Washington to Centreville, Iowa, 87 
miles. During the year it commenced working the remainder 
of the Chicago & Southwestern, 182 miles ; and the Des Moines, 
Indianola & Missouri Railroad, which it mainly owns, 22 miles. 
Very nearly or quite completed at the close of the year were the 
Des Moines, Winterset & Southwestern, 26$ miles ; the Atchi- 
son Branch of the Chicago & Southwestern, 29 miles; the 
Washington Branch Extension, 29 miles, and the Fort Leaven- 
worth, 2 miles, none of which, however, were worked during 
the fiscal year. The mileage of road which will be in operation 
as soon as the Washington Branch Extension and the Atchi- 
son Branch are completed will be 976 miles. 

The President, Mr. John F. Tracey, having been absent most 
of the year, the directors’ report is made by the Vice-President, 
Mr. Hugh Riddle. From this we condense as follows : 

The operations of the road have been conducted with a good 
degree of regularity and success, the road-bed and track have 
been maintained in excellent condition, the equipment has been 
largely increased uid its efficiency improved. 

The gross receipts from all sources for the year ending March 
$1, 1872, were as follows : 











CNS CITI ac cd indedtesedwnpesicvarensenee owesnens $5,900 797 38 
Interest On loans, premiums, etc............. ee osaseo Se oe 
0 ae ee en re eer sadebemeneda $6,121,797 99 
Operating expenses, including taxes and legal expenses, 
NN. 5 chcntittns stqniadaads sak eyaseuenibe kagbheshegubions 2.95,262 86 
ee Cac bsinsie 06k dds detescsas <odianeee $3,171.535 13 
From this sum there has been paid divi- 
dends, April and O ‘tober ................. $1,439,708 00 
Interest on bond: d debt...... EE Pe 609,17» 00 
Reut of Peoria & Bureau Valley Railroad... 125,000 00 2,173,883 00 
Leaving GRP plas..cc..cccccccccecccces aetna - $997,652 13 
Add balance of income account, March 31, 1871.......... 2,719,377 89 
I sic cxiscasgh onqcvas uke ckstaniousteateree $3,717,030 02 


LAND GRANT. 

The Land Commissioner reports sales of 13,964 42-100 acres, 
realizing the sum of $107,692.86. $4,013.80 of the above have 
been received as a compromise on swamp lands, to which the 
company’s title has never been fully established. The balance 
has averaged $38.65 per acre. $40,000, derived from sales of 
lands, have been paid over to the Commissioners of the Sinking 
Fund. 

SINKING FUND. 

The Comnissioners of the Siuking Fund report that they 
hold for the tinal redemption of the sinking fund bonds $197,000 
in Rock Island and $24,000 in Peoria, Pekin & Jacksonville 
bonds. 

BRANCHES. 

During the past year the Des Moines, Indianola & Missouri 
Railroad has beea completed from Des Moines to Indianola, 
a distance of 22 miles, and has been in operation since last No- 
vember. 

Another branch, extending from Somerset, a point on the 
Indianola road, 15 miles south of Des Moines, has been con- 
structed to Winterset, Madison County, a distance of 26} miles, 
known as the Des Moines, Winterset & Southwestern Railway. 
It is expected this line will be so far completed as to allow of 
running trains in May. 4 

The right of way, grading, bridging and ties for these roads 
were furnished from proceeds of taxes and_ private subscrip- 
tions, your company furnishing iron and laying the track, 
taking therefor the bonds of the companies, and a control- 
ling interest in the stock, thus virtually becoming owner of the 
roads. 

There has been expended, on account of construction of the 
above branch roads, the sum of $352,461.23. 

These roads reach two importaut towns situated midway be- 
tween your main line and the Burlington & Missouri River 
Railroad, and will command the traffic of two of the richest and 
best agricultural counties in Lowa. 

The extension of the Washington Branch Railroad to Sigour- 
ney has been vigorously prosecuted, and will be in operation 
about the middie of May. This extension is 29 miles long, and 
has cost to date, $501,901.17. 

CHICAGO & SOUTHWESTERN RAILWAY. 

It is well known that this company, by action of their board 
of directors, approved by vote of the stockholders, indorsed 
the bonds of the Chicago & Southwestern Railway Company to 
the extent of $5,000,000. 

It was believed this enterprise, designed to connect your line 
with Kansas and her system of railroads, leading west and 
south, would prove a valuable feeder to your main line, and 
help develop a large territory in Southern Iowa and Northern 
Missouri, as yet but partially supplied with railway facilities. 

With the aid and encouragement thus given, the Chicago & 
Southwestern Railway Company constructed a railroad trom 
Washington, Iowa, to the Missouri River, opposite Leaven- 
worth, a distance of 269 miles, which was opened for traftic on 
the 9th of October. , 

Previous to that date, portions of the line when ready for 
use had been stocked and operated by your company, the 
Chicago & Southwestern Company not having provided rolling 
stock. : 

Owing to various causes, prominent among which may be 
named the want of bridge and railroad connections at Leaven- 
worth, short crops caused by drought and insects through a 
considerable portion of the territory traversed by the road, and 
the derangement of businees caused by the Chicago fire, the 
earnings of the line thus far have not equalled the expectations 
of the board. : 

It has been found necessary, in order to complete, equip and 
operate this line, to expend a large sum, about $000,000, in excess 
of the entire earnings, which has been taken from the surplus 
earnings of your main line and charged to account of construc- 
tion of Chicago & Southwestern Railway. q 

A considerable additional amount will yet be required to fur- 
nish side tracks, water and station accommodations, fencing, 
ballasting, etc., etc. 4 

As settlements increase, towns and villages will spring up 
along the line, creating a demand for lumber and merchandise, 
which must be supplied mainly from Chicago and the towns on 
the Mississippi River. These towns in return will invite immi- 
gration, make large shipments of grain, live stock, etc., and 
this rapidly growing local traffic, together with the share of 
through business from Kansas and territories west, it is confi- 
dently believed, will soon enable the road to pay its own ex- 
penses, and ultimately repay in full the investments now being 
made to complete and carry on the work. } 

The Chicago & Southwestern Company are constructing & 
branch from their main line to Atchison, Kansas, 29 miles in 
length, by which connections will be made with the Atchison, 
Topeka & Santa Fe Railroad, the Central Branch Union Pacific 
Railroad, and the Atchison & Nebraska Railroad. 


This branch will doubtless prove a valuable feeder to the | 
main line, and the Chicago & Southwestern Company expect to | 


have it ready for service in June. ‘ i 
Parties interested in the different railroads centering in 

Atchison are negotiating a contract that will ensure the bui d- 

ing of a bridge across the Missouri River at an early day. Un- 








til completed, transfers will be made by steam ferry, already 
established. . 

The Kansas & Missouri Bridge, a fine structure of iron, 
crossing the Missouri River opposite Fort Leavenworth, is 
nearly completed and will be ready for the passage of trains in 
April. 

To connect the bridge with the system of railroads running 
to and through the city of Leavenworth, it was necessary to 
construct about two miles of railroad in the State of Kansas, 
known as the Fort Leavenworth Railroad. It is expected this 
will be in use in May. 


SUPERINTENDENT'S REPORT. 
We add to the figures in the report of the General Superin- 
tendent the deta:led statement of earning and expenses made q 
the previous year, and condense as follows : 

















The gross receipts and expenditures have been as follows : 
RECEIPTS. 
1872. 1871. 
UGE PASOOMGITG. 200. cccccccrccesccoceses $1,394.140 12 $1,713,123 16 
DET vs sopscouuhechhene’ aausaean 4,213.371 65 4,023,271 60 
ee ae Saapbnanage 100,701 19 83,190 68 
EE SNIIOD, 0:040200x0000n00tebe .¥6beenen 89,053 81 83.543 70 
From rent, interest, etc . ............... 93,933 11 125,158 20 
For telegraph oe 3,888 06 
Sr GE OE GUD. ccc ccccccceausscosece .o 5,729 44 
FEAR AP: $5,900,797 38 $6,028.2e7 29 
gg ery Ope 5 RE $9,650 00 $9,858 00 
EXPENDITURES. 
Operating expenses..................000- $2,838.206 58 $3,218,610 43 
DECC stcccncess i. énddenness 25.019 84 24,884 43 
Se seiisbbcnceenecdatssts bsckdah- coub 87,006 44 161,964 20 
$2,950,262 86 $3,405,459 06 
Net earnings ..........0..22. se. 2,950,534 52 $2,622,828 23 


Percentage operating expenses to gross 


earnings........ cewecestees 36 aneeeuse 48.10 53.39 
Percentage operating expenses including 
taxes and legal expenses........ 50.00 56.50 


While the gross earnings of the road have decreased $127,526.- 
37, or 2 per cent., as compared with the previous year, the 
operating expenses have also decreased $455,186.20, or about 13 
per cent., leaving an increase in net earnings, of $327,659.83. 

Prominent among the causes that have tended largely to 
dimimsh the earnings of the road, may be mentioned the Chi- 
cago fire in October, which caused an almost total suspension 
of shipments of lumber and merchandise for several weeks ; 
the blockade of the Union Pacitic railroad by snow during a con- 
siderable portion of the winter, largely affecting the traftic to 
the Pacific coast ; the want of storage room for corn in Chicago, 
and the inability of Eastern roads to move grain, thus checking 
the shipments of corn early in January. Reduction in the rates 
of fare and freight tariff, rendered necessary by the action of 
competing lines of railway, also tended todiminish the receipts. 

The following amounts have been expended, and charged to 
construction and equipment account: 


Land and land damages........ $22.719 68 








New equipment.... . co ncccesoveve 363,943 74 
Grading, including masonry 50 130 06 
ED Dn onceccstecavateces ‘. sueedeehenas . 35,664 10 
Station buildings, shops and fixtures....... ........... 32 312 4) 
er NE WORE Os os chee ccbeunene 17,644 00 
New stock feeding yurds (at Geneseo)................... 16,348 75 
PTA: cone set em Ghbbiieheadinedaecate 92665000 53,425 13 
New bridge and approaches, Rock Island............... 45.890 20 
Indianola and Winterset railroads..............-....... 352.461 33 
DE, DUNNE -'s = sackcneeend . sevssedocéardescaceacs 501.901 17 
Port Leavenworth Balisen8... .cccccsiccce ccvces ccoce 61,869 75 

Gs bake vast ctissivariained wads pasdnhhwehess $2,054,310 31 


New equipment account includes cost of 37 new engines, two 
sleeping coaches, and 693 new freight cars of all classes. 

The aggregate amount expended in the construction of 
branch roads as before specitied, is $916,232.25, covering 79 
miles of road, or $11,597.88 per mile. One (the Indianola) bas 
been in operation since the first of November ; the others will 
be opened for traflic in May. 

The expenditures on account of permanent improvements to 
roadway, additional side tracks, new buildings, and stone bal- 
last, amount to $135,750.56. 

The entire cost of widening cuts and embankments, and 
clearing ditches, has been charged to repairs of roadway. 

The materials used in construction and repairs of fences 
were equivalent to 142 miles of fence. 

The great tire in Chicago on_ the 9th of October, destroyed 
the fine passenger depot, (owned jointly by the Lake Shore and 
Rock Island companies,) the general offices, the out-freight 
depot, (a brick building, 800 fect long,) three sleeping coaches, 
eight passenger coaches, and eleven baggage and freight 
cars. 

Tue loss of property was estimated at $300,000, upon which 
the company received $45,439.60 from insurance, but the loss 
and inconvenience resulting from the destruction of the general 
offices of the different departments can hardly be estimated, as 
many papers of value, particularly in the Enginecr’s oftice, 
were bared. 

The company had $106,500 invested in the Pacific Hotel, not 
included in the above estimate. Arrangements have been 
made for the reconstruction of this hotel upon terms that it is 
hoped will eventually prove beneficial to the stockholders, and 
save a considerable portion of the amount already invested. 

The leading items of expenditures for repairs and renewals of 
track have been as follows: 





Cost. 
IN isi ins ks os cen encivtaseeiwth aches ercebissvie’ $111,696 57 
4,074,°3°, tons iron rails, re-rolled............ .......00. 120,375 94 
649,55", tons iron rails. new.... .........cccccces cece 53,938 02 
2373325 tons steel-capped rails.... ..........-..00000e 23,581 43 
146,45 tons bessemer steel rails......... ..........4. 11,614 45 
194,300 ibs. :ailroad spikes......... AGT 45 
276.900 Ibs. fish bars and bolts 395 75 
11,223 rails repaired in company’s shops........ .......... 14,920 23 
543% miles track relaid wi h iron or steel ............ 
The company have laid in all 


5,855}42%.tons of Bessemer steel rails. 
348,';'5 tons steel-capped rails. 

The Bessemer steel is doing excellent service. The steel- 
capped rails have not in all cases proved as satisfactory. Ow- 
ing to the increased demand and consequent large advance in 
the cost of steel rails, but a trifling addition was made during 
the past year. It is expected a considerable quantity will be 
laid the current season. 





The company own main and branch lines................. 565 miles. 
And lease Peoria & Bureau Valley road oot an 
There is of second track..............2-ceceeees —_ 
Re GIN 8 55 IC 6S a EL ese gede Jédvceseie a 
Equivalent to a single track of,....... ........ 76416 ** 


Considerable improvement has been made in reducing grades, 
widening cuts and embankments, and ballasting with stone. 
Culverts of stone have been substituted for wooden structures 
in several places, and the general good condition of roadbed 


Total miles run by engines..................00. seshies oe eee 4,445,046 
Average miles ran by each engine..............cc0cce0 eee +. 294,423 
verage cust for repairs per milerun................ .seeees dys cts 


Average cost per mile run for repairs of envines, oil, waste, 


fuel, and wages of engineers, firemen, and wipers.... 184% cents 
Rarnings per mile run by passenger and freight traius.. .. $1 6&8 
Expenses per mile run by all traing...................... 76 
Cords of wood used by locomotiver,........... 0 .....e000s 8,090 
Tons of coal used by locomotives,........... ....ceeeeee- 92,960 
Total cost of fuel used by locomotives.................... 300,658 78 
Average cost wood per cord delivered on locomotive. ... $3 84 
Average cost coal per ton delivered on locomotive........ 290 


CAR DEPARTMENT. 

Amount charged to repairs of cars, $319,601.95. 

vam oe items of renewals aud repairs were 7 new passen- 
ger coaches, 4 new U. 8. postal cars, 4 new baggage and ex- 
press cars, 1 new combined passenger and baggage car, and 74 
new freight cars, all classes, built to fill the place of those 
destroyed by the Chicago fire and otherwise, and their cost has 
been charged to repairs, and there were extensive car repairs. 

The équipment at the close of the year consisted of 182 loco- 
motives (all coal burners), 9 sleeping coaches, 51 day coaches, 
6 baggage and passenger coaches (combined), 5 railway post 
office cars, 21 baggage, mail and express cars and 1 paymaster’s 
car, a total passenger stock of 93 cars ; 2,358 box freight cars, 
404 stock freight cars, 830 flat cars, 66 caboose and drovers’ 
cars, 2 pile-driving cars, 1 wrecking car and 40 dumping gravel 
cars, a total of 3,701 freight and construction cars. 

There have been added during the year and cost charged to 
equipment account—by purchase, 400 box cars, and by building 
in company’s shops, 237 box and stock cars, 50 flats and 2 
sleeping coaches, in all 689. 

MOVEMENT OF PASSENGERS, 

Namber of passengers transported during the year........ 
PT diccnchitechikesnaunsaenr es 
Second claes............00. 

EN 65d Kékbies Beeonseceses 
Through p:ssengers 
I ct adricics snbeunes cbaaaani 
Passengers going East 
Passengers going West......... eee 

Passengers carried one mile, 38,540,5 

Equivalent to carrying each passenger 55,4 miles. 

Average rate per mile per passenger, 3,4y’5 cents. 

Sleeping cars owned and run by company have earned $42 656 95. 

MOVEMENT OF FREIGHT. 
Amount of freight transported during the year. ....2,028,695,240 Ibs. 
EE EE nance anes hwasernedsonensecend 1,828,690, 104 Ibs, 








I iis nbciinke ieeen deste dbbis Bibcosdaid 200,005,136 Ibe. 
Or 100,002} }38 tons, 
Freight carried one mile, 168,764. 688,34, tons. 
Equivalent to moving cach ton 166 mies, 
Average earnings per ton per mile, 2,4% cents, 
Number loaded cars moving eastward................. 
Number loaded cars moving westward 72,108 


148,916 





Average tonnage to each loaded car, 6) 823. 
Increase tonnage movement, 11 per cen. 
Receipts from treight 1871 and 1872.... 


i ele ea eee .$4,218.371.65 
Receipts from freight 1870 and 1871 





Increase, 434 per cent., or $190,102.25 


THE SCRAP HEAP. 


Early Sleeping Oars. 

In the Washington Globe of Nov. 23, 1838, is the fol- 
lowing advertisement: 

Tue Rarcroap Berween Bavtimore anp PatiapeLpHta 
Twice a Day.—The United States Mail train leaves the depot, 
Pratt street, Baltimore, daily, at half-past 9 o'clock a. m., after 
the arrival of the cars from Washington City. Passengers dine 
at Wilmington, and continue on in the same cars, pass over the 
splendid viaduct (now completed) over the Schuylkill, and 
arrive in the Market Street Depot, Philadelphia, always in time 
for the evening cars to New York. 

The evening train leaves the Pratt Strect Depot every even- 
ing, excepting Sundays, at half-past seven o'clock, or imme- 
diately after the arrival of the Washington Gity, the York (Pa.) 
and Western cars. 

Passengers take the cars which are waiting alongside, sup at 
Havre de Grace, and then take the night cars, which are ar- 
ranged with berths and other conveniences for the most com- 
fortable night's sleep; arrive in Philadelphia at the depot on 
Market street, without the least disturbance of their rest, in 
full time for the early train to New York. 

The regulation adopted by this company for the care of bag- 
gage meets with universal approbation, as it relieves passen- 
gers of all trouble in relation to it. 

The cars for the accommodation of ladies are provided with 
commodious retiring rooms, attended by female servants. 

Dec. 8, 18338. A. Crawrorp, Agent, Baltimore. 

This shows that sleeping cars are not a new idea, 
though the appliances and conveniences of the modern 
sleeping car, to a very great extent, have been intro juced 
within the past twelve years. Much of what distin- 
guishes the new from the old sleeping cars, however, 
consists in superior elegance and cleanliness, in the old 
times it having been considered impossible to keep such 
cars clean, and unprofitable to furnish them with com- 
fort and elegance. 

Premiums for Railroad Supplies. 

The very handsome catalogue of the Cincinnati Indus- 
trial Exposition, which is to be held during the month 
beginuing Septen.ber 4, announces as Department D 


Class No, 23, railroad supplies, for which pre- 
miums are offered as follows: A gold medal 
for the best display of railroad supplies, a 
silver medal for the best locomotive head-light, 


and bronze medals for each of the following: Spun work 
for domes, cylinder heads, etc. ; lamps for passenger cars; 
door locks and latches for railroad cars; car ventilators ; 
railroad heating stove, coal; railroad heating stove, 
wood; car-seat springs, freight car and switch padlocks. 
Those who wish to obtain space may address the Secre- 
tary. 

A Olose Oall. 

The Albany Journal of June 19, says: “ About six 
o'clock wg! evening the long bridge on the Boston 
& Albany Railroad, near Chatham Four Corners, took 
fire and was entirely destroyed. While it was burning, 
Conductor Wilbur’s train, which left this city at 5 o’clock 
for Pittsfield, had a very narrow escape from destruction. 
The bridge was about 200 feet long and crossed 4 chasm 
75 feet in depth. The approach to the bridge is around 
asharp corner. As the train neared the structure the en- 
gineer noticed it was on fire, but too late to check the 
train, which in a moment after reached the bridge and 
passed over in safety. In three minutes after the briige 





and track have been fully maintained. 
LOCOMOTIVE DEPARTMENT. 
The company owned at date of last report.......... 145 locomotives. 
Added by purchase during year....... -eg.sse bod SD _ 
Added by construction in company’s shops ........ 12 2 
POU BE GORD, occ ccs cccccey pice stenpesenegbe 182 ~ 


fell in a mass of burning ruins.” 
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Editorial Announcements. 





Address.—The RatLRoaD GazettE will be printed for the present 
in New York; our printing house in Chicago having been destroyed. 
All communications, therefore, whether editortal or business, should 
be directed to the New York office. The proprietor will receive sub- 
scriptions and advertisements at his office in Chicago, Nos. 63 and 65 
South Canal street, but letters should be addressed to New York. 





Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint: 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news_of them. 


Articles.— We desire articles relating to railroads, and, if acceptable, 
will pay likerally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 

acquainted with these subjects, are espcially desired. 





Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial sch , elc., to our readers can do 80 
fully in our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 


THE NARROW-GAUCE CONVENTION. 














This is a good season for conventions. Our narrow- 
gauge friends have just held one in St. Louis, where they 
discussed their theories and advocated their favorite 
projects. We quote on another page as good an account 
of their meetings as we can glean from the St. Louis 
papers, but regret that their official report has not yet 
been made public. Without this there is hardly room tor 
criticism, as probably the latter will be the most impor- 
tant part of their proceedings. We cannot help observ- 
ing, however, that so far as the proceedings have been 
reported, the main points in dispute have not been 
touched upon. It would be interesting for many of us 
who are not believers in the great advantages claimed 
for the narrow gauge to hear from some of the 
members of the convention the reasons why the 
gauge of cars should make a difference of from 
10 to 70 per cent. in their weight. It is also 
claimed that much shorter curves can be operated on 
narrow than on broad-gauge roads, and, so far as we 
know, the only reason which is assigned for this is that 
the wheels of cars on the latter must slip more than those 
on the former on passing around curves, owing to the 
greater difference in the length of the inner and outer 
rails. By using shorter curves it is claimed that much 
saving in the cost of grading can be effected, by building 
the road around hills and valleys instead of through or 
across them Now if there is any appreciable difference 
in the resistance of cars on wide and narrow-gauge curves, 
it is easily susceptible of experimental demonstration. 
Although such experiments can be tried with little ex- 
pense, and notwithstanding the fact that one of the chief 
arguments in favor of the narrow-gauge system is based 
upon this assumed fact, we do not know of any experi- 
ments which have ever been made to demonstrate it by 
those who have most strongly advocated a reduction of 
the gauge for railroads. Until they do this, their argu- 
ment is based upon an assumption, and is therefore 
valueless. 

With reference to this point, it may not be inappropri- 





aie here to quote from a letter written by Mr. Carl Pihl, 
Government Engineer of Norway, to General Will. T. 
Martin, President of the Natchez, Jackson & Columbus 
Railroad Company, and published in the Natchez Courier 
some months ago. Mr. Pihl, it will be remembered, is 
the engineer who advocated and constructed the narrow- 
gauge railroad lines of Norway, and has frequently been 
quoted in support of that system. In his letter he says: 

With regard to curves, I have hitherto had no occasion to 
adopt any smaller or sharper than 600 feet radius, though our 
material (rolling-stock) would easily traverse curves of about 
half that radius; but as such very sharp curves are always a 
nuisance and can almost always, with sane engineering and 
management, be avoided, I do so. 

The admission of Mr. Pihl that in the narrow-gauge 
curves of 300 feet radius “ are always a nuisance,” taken 
with the fact that curves of 350 feet on 4ft 8jin. gauge 
roads are not very uncommon, leaves rather a narrow 
margin of advantage for the narrow-gauge to be derived 
from this source. When, in addition to this, we take 
into consideration the fact that narrow-gauge rolling 
stock, all things being equal, cannot possibly have the 
same stability that it would have on a wide-gauge, we 
think it can be safely asserted that it is not practicable to 
operate a narrow-gauge iine intended for ordinary traffic 
with shorter curves than can be used on a road of the 
ordinary width. In proof of this we call attention to the 
simple fact that in none of the narrow-gauge roads of this 
country or Canada are shorter curves used than can be 
found on roads of the ordinary gauge, and in the lan- 
guage of Mr. Pih], whenever such curves are used they 
are “always a nuisance.” 

Now in view of these facts, what shall be said of the 
estimate of the Chief Engineer of the ‘‘ United States 
Railway,” in which he estimated the cost of grading a 
4ft. Shin. line at $864,500, and for a 3-feet line connect- 
ing the same points at $384,000, or, in other words, the 
road-bed for the ordinary gauge will cost 125 per cent. 
more than the narrow gauge, although the latter will be 
five miles longer. The reason assigned for this is, ‘‘ that 
cuts and fills could be avoided by the use of a little more 
curvature.” 


Now we find fault with the convention and Mr. More- 
ley for not giving us some information why so much 
shorter curves can be used on the one gauge than the 
other. If such is the case, there must be some good rea- 
son for it, which we are forced to admit thus far we have 
been unable to see. 

In another respect, too, Mr, Moreley’s estimates are 
open to criticism. In order to make the difference in cost 
as great as possible, he proposes to use rails of 70 lbs. 
weight per yard on the one road and only 40 on the other. 
It he had estimated for 170-1b. rails for the wide gauge, he 
might have made a still greater difference ‘tin favor of 
the narrow gauge.” In fact, by using the system of cal- 
culation which he has adopted, there is no limit to the 
difference in cost which can be shown. 

It would be a very curious question to determine why, 
in the first place, such statements were made in this con- 
vention, and, second, why they were listened to without 
one word of comment by those who attended it. If those 
who made or heard them were engineers, they certainly 
must have known that they were a very unfair and false 
statement of thecase. If they were not engineers of ex- 
perience, what isthe use or value of such estimates, and, 
if they desire to arrive at the truth, why not employ some 
men whoare? There are plenty of such to be found. In 
fact, the proceedings of the convention, as reported, 
look very much as though those who took part ino it 
thought it was desirable to cultivate a faith in ‘things 
which are not so.” 

One of the speakers very earnestly warned the conven- 
tion against ‘‘the mistake of building a narrow-gauge 
road on broad-gauge prinociples.” The same question, 
we find, was discussed in the Scientifie Press of California, 
from which we mike the following quotation: 


The question has often been mooted as to the possibility, in 
such cases, of constructing narrow-gauge roads, and as to the 
economy of such over those of wide gauge. The controversy 
has been actively carried on during the past two years. We 
all were very much interested when the _—_ of Grass V alley 
and Nevada City undertook to investigate the matter practi- 

cally, and we all were very much disappointed when they failed 
to reach a solution with which the public could feel satistied. 

In that discussion both roads projected, one of wide and one 
of narrow gauge, had the same location (made particularly for 
the wide gauge) and very much the same construction ; of 
course no advantage was found for the narrow gauge. And so, 
only too often in the controversy, the main argument adduced 
by the wide-gauge upholders is in effect that if we build a nar- 
row-gauge road with the same location, road-bed and super- 
structure, and essentially the same rolling stock as for the 
wide gauge, we shall have no economy—* which nobody can 
deny.” But then this is just the manner in which no one 
thinks of building a narrow-gauge road. 


Now, in this connection we would like to propose the 
following question in “the single rule of three.” If a 
narrow-gauge road on broad-gauge principles will cost as 
much as a broad-gauge road, how much will a broad- 
gauge road on narrow-gauge principles cost ? 

The cherished idea about which the narrow-gauge 
people cluster and constantly reassure themselves by 





their statements and estimates is, that you cannot have a 
cheap railroad without a narrow gauge, or, in other 
words, the reduction in cost is the result and dependent 
upon the reduction of the gauge. That some of them 
are beginning to see the fallacy of this position is appar- 
ent from the following statement which was published 
in the Philadelphia Press and attributed to Colonel W. 
H. Greenwood, the General Manager of the Denver & 
Rio Grande narrow-gauge railroad: ‘‘ The principle 
of the narrow-gauge system now does not lie in the mere dis- 
tance between the rails, dut is a question of general and 
thorough economy and retrenchment in the present system of 
railway management. It means lighter equipment, less use- 
less speed, and so a perpetual saving in wear and tear, as 
well as in the first cost of construction and equipping.” 

No more distinct statement and indorsement of the 
position we have contended for could be made, and, 
coming from the General Manager of the pioneer narrow- 
gauge railroad in this country, it is, to say the least, 
unexpected to us. If ihe principle of the narrow-gauge 
system now does not lie in the mere distance between the rails,” 
what are these people contending for ? If they propose, 
as suggested by Colonel Greenwood, to inaugurate ‘‘ gen- 
eral and thorough economy and retrenchment in the 
present system of railway management; use lighter 
equipment and less useless speed,” it is hard tosee why 
the ‘‘ mere distance between the rails” should prevent 
their doing it on a road of the ordinary gauge. Of such 
a reform we are heartily in favor, but what is the use of 
railroad officers holding a convention to resolve that 
they have concluded to reform—that in future they will 
be economical, build lighter cars, and run slower ? 

Tne advocates of the narrow gauge by urging the use 
of such cars will doubtless accomplish much good, but 
it is to be regretted that in doing so they have assumed a 
false position and made their proposed reform look as 
much like a humbug as a 


ROCK ISLAND & PACIFIC 
RAILROAD. 


THE CHICAGO, 





Only two of the companies whose lines enter Chicago 
from the westward—and therefore belong to the class which 
brings that city the agricultural products which are the 
source of its prosperity—report their earnings weekly or 
monthly, and therefore more than usual interest attaches 
to the annual reports of such companies, especially this 
year, when we look with curiosity for the effect of the 
great fire on railroad traffic. The two companies which 
have reported heretofore (the Illinois Central and the 
Chicago & Alton) are those which report monthly, and 
both showed a small decrease in earnings, compared with 
the previous year. We now have the report of the Chi- 
cago, Rock Island & Pacific Company, which includes 
three months of the current calendur year. This com- 
pany also shows a decrease in receipts, and also a very 
small one—about $127,500, or 2 per cent. Thecompany 
worked some important new lines during a part of the 
last year, but the receipts from these are not included in 
the report. Of course they must have contributed more 
or less traffic to the old line, however, and but for them, 
doubtless, the receipts would have been considerably more 
unfavorable. The decrease is entirely in passenger re- 
ceipts, which fell from $1,713,000, in 1871, to $1,394,000, 
in 1872—the amount being $319,000, or no less than 
18 per cent. The increase in freight earnings meanwhile 
was $190,000, or 4% per cent. The Superintendent refers 
to the Chicago fire, the blockade of the Union Pacific and 
the impossibility of storing grain in Chicago or shipping 
it thence eastward as causes which diminished the earn- 
ings of the company, as well as reductions in rates com- 
pelled by competition. The latter, however, were more 
than sufficient to bring down the receipts below those of 
the previous year, being nearly 6 per cent. on both pas- 
sengers and freight, while the decrease of receipts wzs 
only 3} per cent. Evidently there has been a consider- 
able increase in the bulk of the traffic. This increase, 
however, was altogether in freight, as well as the receip.s, 
the tables showing that the mileage of passengers carried 
decreased nearly 12 per cent., and this while the mileage 
of passenger trains increasel nearly 6 per cent., the 
average train load falling from 48 to 394 fares. The total 
decrease of receipts was at the rate of $208 per mile of 
road. 

Now, in the face of this decrease of receipts, the man- 
agers have succeeded in making a handsome increase in 
net earnings, doing this, of course, by reducing the work- 
ing expenses, which have fallen off by $455,000, or 13} 
per cent., the train service meanwhile being increased by 
74 percent. This seems a brilliant achievement, for the 
working expenses of the road have always been excep- 
tionally low. The past year, including taxes and legal 
expenses, they were almost exactly 50 per cent. of the 
receipts, and we know of no other American road, whose 
traffic is varied and subject to competition, which is 
worked for so little. The saving seems to have been 
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made in almost every item of expense, appearing in the 
items for train service and fuel as well asin repairs. 

Meanwhile the account for construction and new equip- 
ment was increased by more than $2,000,000. This isa 
large sum; but it must be remembered that during the 
year the company received the Chicago & Southwestern 
Railway, 269 miles, entirely without equipment, and had 
to stock it; so the item of $864,000 for new equipment 
is abundantly accounted for. Then during the same year 
the company secured the construction of 79 miles of new 
railroad on terms which make it virtually the owner of 
them (constructing them and receiving therefor the bonds 
of the new companies and a majority of their shares); 
and these certainly have been got cheap enough, the to- 
tal expenditure at the date of the report, when they were 
virtually completei, having been at the rate of $11,600 
per mile. 

The roads thus obtained are the Des Moines, Indianola 
& Missouri, which extends from Des Moines southward 
to Indianola, Iowa, a distance of 22 miles; the Des 
Moines, Winterset & Southwestern, virtually a branch of 
the last named, extending from Somerset, 15 miles south 
of Des Moines, westward to Winterset, Iowa, 26} miles; 
an'extension of the Washington Branch from Washing- 
ton to Sigourney, 29 miles; and the Fort Leavenworth 
Railroad, intended to connect the Chicago & Southwest- 
ern with railroads and stations in Leavenworth, which is 
less than two mi'es long. All these lines are well 
placed, and will doubtless eventually have a fine traffic. 
Two of the Iowa lines may be eventually connected and 
form a line parallel to and south of the main Iowa line. 
About 80 miles would complete th: connection, and 100 
miles more would extend it to the Missouri River. When 
the country has grown as it is sure to it will support a 
line between the Burling'on & Missouri River road and 
the main line of the Rock Island, and by gaining posses- 
sion of these short sections in the districts where they 
are not needed, the company will be in b'tter position 
than any other to occupy the field and keep out rivals. 

The Vice-President reports that the earnings of the 
Chicago & Southwestern Railway, which his company 
opened through to Leavenworth last October, thus far 
have not equaled the expectations of the directors, which 
he attributes to want of connections at Leavenworth, 
short crops, the Chicago fire, and various other causes, 
and about half a million in excess of its receipts have 
been taken from the Rock Island’s receipts to complete, 
equip and operate it. It is possible that an unreasonable 
estimate was made of the prob ible receipts of this line. 
The Kansas business grew very rapidly for two or three 
years, and added enormously to the earnings of thesingle 
line which carrie ' nearly all of the traffic between Chi- 
cagoand Kansas. But several companies sought simul- 
taneously a share of this traffic; passenger cars ran 
through from Kansas City to Toledo, Indianapolis and 
Cincinnati without going to Chicago, and a new route be- 
tween Chicago and Kansas City was opened nearly at 
the same time that the Chicago & Southwest- 
ern was opened to Leavenworth. Then the Chi- 
cago & Southwestern has a little the disad- 
vantage in distance, not only from Kansas_ but 
from sundry towns on the railroads which it inter- 
sects. For most of its length it runs through a thinly 
settled country with very few towns, and though most 
of this country is fine and sure to grow, still all this takes 
time. This does not mean that the road is not useful and 
reasonably productive on the investment now; but may 
serve to explain why too much may have been expected 
of it, or much may have been expected from it too soon. 
No account either of receipts or expenditures of this 
road is given in the report. 

The prospective value of this company’s property is, 
of course, a matter of importance to its proprietors. 
This depends chiefly on two things: the growth of the 
country on the line and the increase of competing lines. 
The part of the road in Illinois is very productive and 
generally cultivated, and the future growth of traflic on 
this section must depend chiefly on the growth of towns. 
These do now grow rapidly and solidly, and though th: re 
is now an increase in competing lines, they are not likely 
to prevent the growth of traffic ona line such as this, 
which follows very closely the prevailing current of 
traffic. 

A very large part of the line in Iowa, including the 
sections constructed last year, are in a country which 
has abundant room to grow. Its growth may be retarded 
by sundry temporary obstacles, but it is hard to see why 
it should not eventually, and at a period not distant, 
equal in productions for export the best parts of Illinois. 
There is hardly a square mile of it which is not culti- 
vable, and there is scarcely any other part of the United 
States which at this time offers inducements to emigrants 
equal to those of Iowa. 

An examination of the table of articles of freight 
which form the bulk of the traffic of this road will help 
us to understand this subject. By this we see that 42 





per cent. of its tonnage consisted of grain and seeds and 
their products, nearly half of which was corn; 12 per 


cent. of stock and their products (including 
pork, cured meats, lard, tallow, hides, butter, 
cheese and wool); 16} per cent. of lumber, 


(including lath and shingles); 8 per cent. of other build- 
ing materials ; 11} per cent. of merchandise ; and 6} per 
cent. of coal. Now the traffic in nearly every one of 
these articles, including 96} per cent. of the entire ton- 
nage, depends chiefly on the extent to which the land on 
the line of the road is cultivated. The first two are farm 
products, and they alone amount to 54 per cent. of the 
total tonnage, nearly all of it moving eastward. The 
lumber and merchandise moves westward chiefly, and 
the demand for them is almost exactly in proportion to 
the amount of produce exported. The building material 
and coal move in both directions, and are consumed in 
proportion to the number and wealth of the people on 
theline. Now the uncultivated and unoccupied lands on 
the company’s Iowa line are among the best in the 
United States for the production of the different grains, 
and corn especially, and for cattle and hogs. There are 
coal mines on the line whose production is limited 
only by the demand, and this article, as well as merchan- 
dise and lumber, will be used more and more as the coun- 
.ry is settled and cultivated. 

Of course it is impossible to say that railroads will not 
be built in Iowa much more rapidly than the population 
and traffic increase. They certainly have been for a few 
years past. But this will not continue forever, and 1s 
not likely to much if any longer; and meanwhile very 
few, if any, roads which have been made in the district 
which the Rock Island serves can carry its traffic so 
well to the market, to and from which most of it goes 
and will continue to go. We conclude, therefore, that 
the Rock Island's traffic will grow as the population and 
production of the country on its lines grow, and that 
this country, especially that west of the Mississippi, is 
almost sure to grow until every acre is occupied and a 
very large and unusual proportion is cultivated. The 
earnings are not likely to increase as fast as the tonnage, 
still, unless there should be unreasonable competition, 
decided progress in this direction may be expected also. 





This company of late years has become pretty well 
known in financial circles and elsewhere, although we 
believe it has never paid a dividend on itscommon stock. 
Though nominally unproductive to its proprietors, the 
property has increased greatly in extent and value of late 
years, and with its increase of mileage has come a still 
larger increase in traffic. At this time it owns 606 miles 
of railroad in Ohio, Indiana and Illinois (364 miles in 
Illinois), and leases 328} miles more (all but about 100 
miles in Illinois), having thus the working of 93434 miles 
of railroad, most of which is in the most productive and 
populous agricultural districts of the West. There have 
been constructed within the past three years 109 miles of 
the road which it owns, and 302 miles of that which it 
leases, and no less than 254 miles of the latter were ac- 
quired in 1871. 

The annual report considers only the traffic of the 
lines owned by the company, and of 22 miles of old 
leased line, and the receipts from these were at the rate of 
$9,135 per mile—very much larger that the average of 
roads in the West, nearly equal to those of the Rock 
Island—which last year paid 8 per cent, and heretofore 
has paid 10 per cent, and not much less than the other 
Illinvis railroads that pay 10 per cent. dividends. If we 
look for an explanation to the account of working ex- 
penses, we tind that these, though large (66 per cent.), are 
not much above the average, and that there remains net 
receipts of $3,000 per mile. The capital account, how- 
ever, enlightens us. In this we find that the bonded 
debt is at the comparatively high rate of $29,208 per 
mile, the road being until recently in poor condition, and 
poorly equipped. The preferred stock brings this up to 
$30,858 per mile. Lust year this left a surplus, which, i! 
all divided, would have paid 4 per cent on. the common 
stock ; but this was the most productive in the history: 
of the company, and with a large amount of new road to 
equip, a large working balance was needed. 

In fact, the bonded debt must cover pretty fully the 
actual cost of the road, and the interest on this being 
met regularly, the surplus of earnings applied to the im- 
provement of the road and the increase of its equipment 
has been in reality a profit which was immediately re- 
invested. Meanwhile the compiny has cultivated its 
traffic and has secured many valuable communicating 
lines on apparently advantageous terms. The first of 
these is the Decatur & East St. Louis line, which it owns. 
The rental of the new leased lines, including 306} miles of 
road, consists of the interest on the bonded debts of these 
lines, which, for the Pekin, Lincoln & Decatur is $16,000 
per mile, making the rental $1,120 per mile; for the 





Hannibal & Naples $17,308, a rental of $1,211 
per mile; for the Hannibal & Central Missouri 
$19,230, a rental of $1,346 per mile; and for 
the Lafayette & Bloomington line $16,775, making 
the rental $1,175 per mile. Besides the miles from 
Camp Point to Quincy, for the use of which, jointly 
with vhe Chicago, Burlington & Quincy, the company 
pays $40,000 per year, the company leases 306} miles of 
road without equipment for $370,440. If we take the 
road as a whole, leased lines and all, and add the bonded 
debt, or capitalized basis of rental, we find that the 
average amount per mile on which the company is 
bound to pay interest is $24,285 per mile, and the entire 
capital account for lines owned and leased is but $42,158 
per mile; whereas for the lines owned it is $55,610 per 
mile. This is important in considering the probability 
ot dividends and of their amount when the new lines 
shall be fully worked. The fact that they are so much 
less heavily weighted than the old line is likely to be a 
great advantage to the whole property. This is now in 
excellent shape to carry through rail traffic between the 
West and New York, and especially New England. Its 
lines reach four different points on the Mississippi—St. 
Louis, Hannibal, Quincy and Keokuk—one reaches a 
third of the distance across Missouri, making in connec- 
tion with a friendly line a short route to Kansas City; 
another branch extends as far north as Pekin on the IIli- 
nois, and another to Bloomington, only 125 miles from 
Chicago. If we count the line from Toledo through 
Lafayette, Decatur, Springfield, Naples and Hannibal to 
Moberly, Mo., as the main line, it has no fewer than five 
considerable branches which are accessible by a very 
large proportion of Central Illinois. 

The great increase of grain traffic on this road, and the 
extent to which it has succeeded in competing with rail- 
roads to Chicago, as well as the circumstances which are 
likely to govern its success in these particulars hereafter, 
have lately engaged our attention. There are other feat- 
ures in connection with the development of its traffic 
which could be studied with profit, but we have no room 
for them now. 
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Mr. Quetil’s Formula and Estimates. 





The formula which Mr. Quetil gave for calculating the 
resistance on railroad curves, and which we published 
last week, was imperfectly printed in a part of the edition, 


. 1 , : , 
the last expression (-) not making an impression. The 
formula is: 
R=f'=(P + p)x Va® + b* x}, 
> 


This formula, Mr. Quetil says, includes both sliding and 
flange friction. Mr. Quetil says that he has recalculate: 
the estimates for narrow and broad-gauge roads around 
the point of a hill in the example which he gave June 8, 
taking into account the friction from different sources, 
and that he makes the saving of the narrow over the 
standard gauge 78 per cent. in this case. In that article 
he made it 97 per cent. 


Poor’s Railroad Manual for 1872-73. 





This manual, whose annual appearance has become an event 
in the railroad world, is a sort of index to the growth of the 
railroad system of the country, enumerating as it does, or in- 
tends to do, all the companies which have road completed or 
begun, or have anything more than an existence on paper. So 
the very bulk of the book is significant ; that for 1872-73, just 
issued, surpasses its predecessor notably. 

While the introduction, consisting of a general history of the 
railroad system, with some statistics, has been reduced from 
34 to 20 pages—that being the least indispensable part—the 
body of the book, giving an account of the different companies, 
is increased from 592 pages to 683, and the index gives 1,487 
titles instead of 1,251. That it is absolutely complete is 
not probable, of course, and we would hardly venture 
to say how complete before having used it some wecks 
at least; but in the short time we have had to ex- 
amiue it we have found but four or five company titles, 
whose absence we had noted in the last volume, omitted in the 
new index. It is, indeed, most carefully and conscientiously 
compiled, both as to completeness and accuracy, as our daily 
and almost hourly use of the previous issues has proved. 
Probably no copies of the book are more used than those in 
our office,and we have found it almost always correct, usu- 
ally satisfactory, and altogether indispensable. 

In the introduction the editor has given an estimate, very 
carefully prepared, of the mileage completed at the close of 1871, 
which is given for each State separately, and amounts for the 
United States to 60,852 miles, the increase for 1871 being 7,453 
miles. In a statementin detail of the railroad completed in 
that year, published January 13, with a few corrections pub- 
lished February 3, we found the increase to be 7,222 miles. 
There are some discrepancies for the different States in our 
and Mr. Poor’s tables, but we believe that most of these arise 
from the fact that the statements of the gross amount in opera- 
tion for 1870 and the years previous have been quite incorrect, 
and that the figures given by Mr. Poor for 1871 have been cor- 
rected for many States whose mileage heretofore has been in- 
correctly reported. The figures for the previous years have not 





274 


THE RAILROAD GAZETTE. 


[June 29, 1872 








been changed in the “Manual,” it being at this time impossible 
to make them correct, 

A new feature in this year’s Manual is a table of the leading 
railroad companies, giving the mileage in each State, number 
of locomotives, passenger and freight cars, amounts of capital 
stock, funded debt, floating debt, cost of road and equipment, 
road operated, number of passengers carried and tons of 
freight moved, gross earnings from passenger, freight and 
other traffic, net earnings and dividends. This table is for 362 
different companies. 

We hardly think it is necessary to commend this volume to 
our readers. To those who have occasion to consult lists of 
railroad officers or examine the statistics of railroad companies, 
it is simply indispensable, and they would be very foolish to 
try to do without it. 





Steel and Iron Rails. 





We are asked the following question : 

‘* What is the relative value in the bearings and durability of 
the steel and iron rail, viz.: a40 lbs. steel rail in its sustaining 
power.of tonnage in the transportation would be equal to what 
size of iron rail ?” 

If any of ourreaders have any data which will help to deter- 
mine the relative strength and wearing capacity of iron and 
steel rails, we would be glad to receive them. Mr. Sandberg 
has recently made the following statements with reference to 
the above points of inquiry : 

‘© A steel rail will carry one-fifth more dead load than the iron 
rail before taking permanent set. Therefore, in using steel 
and iron rails on the same road, a reduction of the weight of 
the steel rail should not exceed 20 per cent. Lestimate the life 
of steel rails on equal conditions to be six times as great as 
iron.” 

Rankine’s rule for the weight of rails is, greatest load on one 
driving wheel in tons (of 2,240 lbs.) multiplied by 15 equals the 
weight of rail per yard. Sandberg uses 12 and sometimes 10 as 
a multiplier instead of 15. 


Tue American Institute announces that its forty-first exhi 
bition will be opened in the city of New York Wednesday, Sep- 
tember 4. The building will be opened for the reception of 
heavy machinery on the 15th day of August. Inventors and 
manufacturers will find this the most important exhibition held 
in the country. It is visited by a large number of people, and 
affords persons an opportunity to exhibit their wares and ideas 
not only to our own people but to many foreigners who visit 
New York. 

Dotty VARDEN Rarroaps is the name given by some irrev- 
erent newspaper man to the narrow-gauge railroads, at the 
head of a report of the St. Louis convention. This is probably 
on account of the “ big figures” which the advocates of those 
roads display in their estimate of amounts saved by the con- 
struction of such lines, and perhaps to their habit of giving 
free play to the fancy in discussing the subject. 





The Narrow-Gauge Convention. 





A convention of managers of narrow-gauge railroad compa- 
nies and of manufacturers of narrow-gauge rolling stock was 
held in St. Louis, June 19 and 20. The following report of the 
proceedings is compiled from the St. Louis daily papers : 

Mr. Erastus Wells, of St. Louis, was made temporary Chair- 
man, and Mr. E. Hurlburt, of Atlanta, Ga., temporary Secre- 
tary. 

‘ ATTENDANTS. 

The following representatives of railroad and manufacturing 
companies were present : 

O. F. Prescott, President, and R. L. Cobb, Chief Engineer, 
Memphis & Raleigh Railroad Company, Memphis, Teun. 

J. A. Wiggs, Corinth & Nashville. 

Thomas H. Millington, Clief Engineer Memphis & Knoxville, 
Bolivar, Tenn. 

W. 8. Moon, Chief Engineer: Vicksburg & Nashville, Okalona, 
Mississippi. 

H.'T. Wilson, President Topeka, Ft. Scott & Memphis, Ft. 
Scott, Kansas. 

W. C. Falkner, President Ripley Railroad, Ripley, Mississippi. 

G. M. Priest, President South Kentucky, Henderson, Ky. 

W. C. Richards. 

W. H. Greenwood, General Manager Denver & Rio Grande, 
Denver, Colorado, 

W. 8. Auchincloss, Vice-President Jackson & Sharp Manufac- 
turing Company, Wilmington, Delaware. 

Edmund Wena: Chiet Engineer Toronto, Gray & Bruce, and 
Toronto & Nipissing Railroads, ‘Toronto, Canada. 

T. R. North, ‘Adel lowa, Attorney, L. A. Grant, Des Moines, 
Director, and E. Goughnour, Adel, Superintendent of Des 
Moines Western. 

G. H. Walser, President Missouri Division Fort Scott & Mem- 
phis Railroad, Lamar, Mo, 

T. S. Wilson, Vice President Memphis & Fort Scott Railroad, 
Fort Scott, Kansas, and General Superintendent Fort Scott, 
Jefferson City & St. Louis Railroad. 

G. A. Korweisse, Kansas City, Wyandotte & Northwestern. 

A. W. Bell, Porter, Bell & Co., Pittsburgh, Pa. 

kh. H. Rosborough and A. Steel, Sparta, Lil., Directors, and C. 
H. Howland, St. Louis, of the Cairo & St. Louis. 

Lucien Scott, Vice President Kansas Central, Leavenworth, 
Kansas. 

J. B. Inman, Chief Engineer Tennessee Central, Carroll, 
Tenn. 

J. J. Williams, Jackson & Tennessee River, Jackson, Tenn. 

O. G. Vandenhoff, Engincer Greenville & Paint Rock, Knox- 
ville, Tenn. 

J. G. Reeves, President Greenville & Paint Rock, Greenville, 
Tenn. 

J. i. Gregg, Superintendent Arkansas Central, Helena, Ark. 

8. F. Keith, Rhode Island & Massachusetts, Providence, R. I. 

Col. E. Hurlburt, President North Georgia & North Carolina, 
Atlanta, Ga. 

G. M. Edgerton, St. Louis & Manchester, St. Louis. 

8. B. Shaw, St. Louis & Western, St. Louis. 





L. H. Conn, Olive Street Railroad, St. Louis. 
O. Me , 
Hon. P. B. Borst, President Washington, Cincinnati & St. 
Louis, Luray, Va. t ? 
D. E. Small, Billmeyer & Small, car builders, York, Pa. 
OFFICERS. 
In accordance with the report of a committee appointed for 





the purpose, the following were made permanent officers of the 


convention : 

President—Hon. Erastus Wells. 

Vice-Presidents—General William Palmer, Denver, Col. ; L. 
Smith, Leavenworth, Kansas ; A. B. Garrison, St. Louis, Mo. ; 
Anthony Steel, Sparta, Ill.; G. M. Priest, Henderson, Ky. ; O. 
F. Prescott, Memphis, Tenn. ; J. E. Gregg, Helena, Ark. ; W. 
C. Falkner, Ripley, Miss.; B. E. Wells, Alabama; E. Hurl- 
burt, Atlanta, Ga. ; P. B. Borst, Luray, Va. ; Wm. 8. Auchin- 
closs, Wilmington, Del.; D. E. Small, York, Penn.; 8S. N. Keith, 
Providence, R. I. ; E. Wragge, Torouto, Canada; T. E. Sickles, 
Omaha, Neb.; L. A. Grant, Adel, Iowa. 

Secretaries—L. H. Conn, Missouri; W. C. 
Illinois. 


Richards, 


COMMITTEE ON REPORT. 


On motion of W. H. Greenwood, it was voted that the Chair | 


appoint a committee of eleven to prepare a report setting forth 
the peculiar merits and demerits, the relative advantages and 
disadvantages of narrow-gauge roads. 

The President appointed the following gentlemen to consti- 
tute the committee : 

W. H. Greenwood, E. Wragge, T. H. Millington, A. W. Pell, 
D. E. Small, Wm. 8S. Auchincloss, E. Hurlburt, Lucien Scott, 
C. H. Howland, W. M. Karson and P. B. Borst. 

The afternoon was then devoted to an interchange of 
opinions. ° 

W. H. GREENWOOD, 


General Manager of the Denver & Rio Grande Railway, said 


that in working power, and in fact everything else connected | 
with railroad enterprise, so far as his road was concerned, they | 


had no reason to back down from their position in favor of a 
narrow-gauge system. lhey never should have tried it in the 
first place if they had not been convinced of its mcrits. 

The Denver & Rio Grande road now had 117 miles in opera- 
tion. As to the capacity of the road he had ‘no hesitation in 
declaring it fully equal to that of a broad-gauge road. It 
was only a three-feet gauge, and yet he was unable to see any 
difference as to capacity in favor of the broad gauge. He 
could do as much business on this roadas could be done on 
nineteen-twentieths of the broad-gauge roads. 

As to speed, they made all the speed they desired. With a 
party of Pennsylvania excursiouists, the other day, they made 
an average speed of twenty-five miles per hour, although the 
usual rate of speed, including stoppages, was fifteen miles an 
hour, or about three-fourths the speed of the average of broad- 
gauge roads. 

He thought the policy of railroads should be to keep down 
speed, and thus lessen the liability to accidents. 

The loaded freight cars on this road weighed less than the 
empty cars of a broad-gauge road. As to liability to accidents, 
he could give them no information whatever on that point, as 
no accident had occurred since the road had commenced run- 
ning. 

They found no trouble in shipping cattle at all. The doors, 
instead of being at the sides, are placed at one end, and the cat- 
tle are driven through them into the car. The passenger trains 
work with perfect ease. 

The engines work admirably, and do all the work they were 
warranted todo. The treight engines had never been put to 
all the work they could do. 

As to the relative cost of building the two kinds of road, the 
cost of this road would furnish no criterion. It was built alung the 
base of the Rocky Mountains, over a very rough country, where 
the engineers sometimes had great difficulty in making their 
way for the purposes of a survey, and much of the material had 
to be transported a long distance. He, however, submitted a 
report of Engineer Moreley, showing the estimates for com- 
pleting the uufinished division of the road, as compared with a 
broad gauge, for which it appeared that the narrow-gauge road 
could be built for about 60 per cent. of the cost of building a 
broad-gauge road. 

Mr. Greenwood preierred the passenger coaches of the nar- 
row gauge to those of the broad gauge. His plan was to have a 
row of chairs, or seats, on pivots, on each side of the coach. 

EDMUND WRAGGE, 

Chief Engineer of the Toronto, Grey & Bruce and Toronto & 
Nipissing roads, said that the Toronto, Grey & Bruce road runs 
northwest from ‘Toronto to Sydenham, on Owen Sound, about 
100 miles. Of this main line a section of 49 miles from Toronto 
is in operation to Orangeville ; and a branch from Orangeville, 
39 miles, to Mt. Forrest—making 88 miles now operated. The 
remaining 40 miles of the branch, extending to Kincardine, on 
the eastern shore of Lake Huron, is under construction. The 
Toronto & Nipissing’ Railway runs northeast from Toronto to 
Cobeconk, on Balsam Creek, 88 miles, and of this 65 miles are 
in operation to Midland. 

The sharpest curve on these roads was 14 degrees, and the 
maximum grade for the heaviest loads was 88 feet to the mile. 
There was, however, one grade of 105 feet to the mile ; and 
over this grade, on the 24th day of May last, one engine drew 
an excursion train containing 600 passengers. The cugine was, 
however, heavier than the ordinary narrow-gauge engines. It 
weighed 20 tons, 

The cattle cars on the road aremade to carry eight head of 
the largest cattle inthe country. ‘The greatest load they put 
upon a single car was eight tons. 

COMPARATIVE ESTIMATE. 

The following report from W. R. Moreley, Chief Engineer of 
the ‘‘ United States Railway,” giving estimates concerning the 
cost of that proposed road with the 3-feet and the standard 
gauge was read. It was accompanied by a letter dated at Ci- 
marron, New Mexico, May 22, and addressed to Col. W. H. 
Greenwood, in which Mr. Moreley says : 

“T take pleasure in sending you the subjoined compared esti- 
mates, with the hope that they may be of assistance to you in 
demonstrating the great advantage of the narrow gauge over 
the standard, in at least many localities, and especially in this 
country. 

‘The broad-gauge estimates are based upon actual and care- 
ful survey over the whole distance from the north boundary of 
New Mexico to Cimarron. 

“The narrow gauge was surveyed over the heavy work only, 
but as this was the most important part,and having noted 








during the whole survey that cuts and tills could be avoided by | 
the use of a little more curvature, I feel perfectly safe in the | 


estimate. 


** For a further comparison, as showing the relative difference | 


in both plains and mountain work, I place the estimates under 
two heads, respectively, mountain and plains division. 

I make no estimate for equipment, preferring to leave that to 
yourself, as knowing the relative cost better from your expe- 
rience with the Denver & Rio Grande Railway. 

Mountain Division. 


rriweather, Prentiss Bogue & Phalia, Memphis, Tenn. 


| mile ; 
| of narrow gauge, $620,500 ; distance in favor of broad gauge, 


| mile ; 





| the Southern States is $32,000. 


Average cost per mile, $36,700. 

Maximum grades, 125 feet per mile. 

Maximum curvature, 10 degrees on 100 feet grades. 
Estimate for a three-foot gauge, distance forty miles : 


Grading, bridging and tieing, per mile....... ..........-.-- $9,600 
OU, GE BI 8 ioc nakoriinccicommmabgacnss cele’ 384,000 
Forty miles iron at 40 Ibs. per yard, at $7,000........ 220,000 

NUT cAdcdbvnonasacascananstcdencndcadhheccasneh $664,000 


Average per mile, $16,600; maximum grades, 100 feet per 
maximum curvature, 16 deg. to 18 deg. ; saving in favor 


five miles ; narrow gauge per cent. cost of broad gauge, nearly 
52. 

Two miles of the distance is lost to avoid tunnels, and the 
balance to reduce grades and avoid heavy rock cuts, and in 
some instances to avoid bridging and rip-rap work. 


Plains Division. 
(Surface work), broad gauge, distance 42.miles : 





| Grading, bridging and tieing, at $3,90).................. . .- $163,800 
| 42 miles iron, 56 los. per yard, at $9,500............ 2.22.00. 399,000 
IIR ai Satis stains 5 chains a Ribbed ieee onl arama $562,800 


Average per mile, $13,400; maximum grades, 65 
maximum curvature, 4 deg. 

Narrow gauge, distance 42 miles : 
42 miles grading, bridging and tieing, per mile, $3,500....... $147,000 
42 miles iron, at 30 Ibs. por yard, per mile, $5,15U....... . 216,300 


feet per 





ee a a $363,300 

Average per mile, $8,650; grades and curvature as above ; 

saving cost in favor of narrow gauge, $199,500. Distancee ual; 
narrow gauge per cent. cost of broad gauge, 64. 


Entire Line. 


Broad gauge, distance 77 miles, total cost. ........ $1,784,300 








Narrow gauge, distance 82 miles, total Cost .............66 1,t 27,300 
Total saving of cost in favor of narrow gauge........ $820,000 


Distance in favor of broad gauge, five miles (by surveyed 
line, whereas it is probable that a cut-off can be made bya 
route yet unsurveyed that will reduce the distance by ten or 
twelve miles, which route is certainly not practicable tor broad 
gauge). 

THOMAS S. MILLINGTON, 
Chief Engineer of the Memphis & Knoxville Railroad, read a 
paper giving comparative* estimates of the cost of road-bed 
and superstructure, on the five-feet gauge and the three-feet 
gauge, prepared from actual survey. The surface of the coun- 
try through which the road passes is undulating, in places 
rolling and broken, but with no serious obstacle to the con- 
struction of a first-class railroad at the average cost per mile 
of Southern roads. The clearing and grubbing, where there is 
any, are heavy. The grading all earth work and easy to handle. 
There is but one bridge of three spans of fifty feet each. The 
prices of materials and labor are such as are ruling in that sec- 
tion. Engineering, right of way, salaries, printing, etc., as 
much on the narrow as on the broad-gauge. 

Mr. Millington submitted estimates in detail, giving the cost 
with a gauge of five feet and with a gauge of three fect. The 
saving in favor of the narrow-gauge is very great, amounting 
to $227,136 for 30 miles of road-bed and superstructure. There 
would doubtless be some saving in the cost of rolling stock 
and equipment; but as this is controlled more by the amount 
of trattic the road has to perform than the gauge, he had not 
estimated it. Had the line been through a mountainous coun- 
try, with heavy rock excavations, the narrow gauge would have 
effected a much greater saving than that above stated, which, 
though for a comparatively level country, amounts to 41 per 
cent. 

STATISTICS. 


It was resolved that persons at the convention representing 
railroad companies furnish the committee appomted to make 2 
report with a full statement of the number of miles of narrow- 
gauge roads ; of such actually completed, and average cost of 
the same per mile ; number of miles graded; the number of 
miles projected, and the authorized capital of each company. 

COL. E. HURLBURT, 
of Atlanta, Georgia, formerly Superintendent of the Western & 
Atlantic, and afterward of the brunswick & Albany, said that 
the first narrow-gauge road ever built in the South was a line in 
Alabama, six miles long. There are now two narrow-gauge 
roads in Georgia, the first now 20 miles in length and the last 8 
miles long. The first cost $9,300 per mile. He had examined 
the Kansas Central, 27 miles long. He saw it under very favor- 
abie circumstances, but they rode over the track at 20 miles an 
hour with perfect safety, and as much ease as they could have 
rode over a similar track on the broad gauge. The Denver & 
Rio Grande was the best illustration of the narrow-gauge princi- 


ple. It is as near perfection as any broad-gauge road ever 
built. The cars ride more steadily than those of auy other road 


west of the Mississippi River. As to the comfort of the cars he 
found no difference. True, there was more leg room in the 
broad-gauge cars, but there was enough for comfort, and sitting 
with a gentleman on the same seat they were not uncomforta- 
bly crowded. 

He desired the narrow-gauge system in the South for many 
reasons. ‘There were, for instance, in Georgia, thirty-two lo- 
ealities in which we have charters from the Legislature to build 
railroads; but it does not pay. He maintained that if they 
could not have a five-foot gauge it was better to take three, and 
two feet was better than going on foot. We frankly admit 
our inability to build the broad gauge; we are compelied to 
adopt the narrow gauge. For one, he was thankful that such 
was the case. The narrow-gauge system would cover the en- 
tire State and develop its resources, as the broad gauge could 
never do. He gave Chattanooga as an illustration ou this point. 
It was the center of a mineral region in the South, having 
around it 150 miles in diameter more minerals, of a richer quai- 
ity, than in any part of the known world. Within sight of her 
streets are thousands of acres of coal and iron of the very rich- 
est quality. We have never been able to develop these re- 
sources, and why? Our broad-gauge railways in that section 
have cost fully $40,000 per mile. The average of our reads in 
We have but one means of de- 
velopment in the South—agriculture, the cultivation of cotton 
—and we have a sparse rural population, consequently 
business is very light. Broad-gauge roads are necessarily com- 
pelled to charge high rates—higher than the people are able to 
yay. In many parts of Georgia 1t would be impussible to build 
a three-feet gauge, because a two-feet is cheaper and ample for 
the purposes,and furnishes the people with every needed facility. 
There was another fact to which he desired to call especial at- 
tention. Within the last year over ten thousand people have 


| emigrated from the State of Georgia to'the North and North- 


west, from the fact that there were no railroad or telegraph 
facilities. It isa serious question, and we are determined that 
every portion and part ot our State shall have its railroad, 
whether it be three feet or two feet. Our State credit has been 


destroyed by our State governments, and toa great extent we 
must rely upon local and county subscriptions to build our 
lines. Hence we have decided to use a_twenty and twenty-five 
pound rail, and some even as low as eighteen pounds. 


W. M. Karson, Engineer St. Louis «& Western, St. Louis. 
F. G. Dawson, Dawson & Bailey Locomotive Works, Con- 
nellsville, Pa. 


Estimate for a 4 feet 8} inch gauge. 
Distance 35 miles. 


- : : : P ing, bridging ieing ile... 24.700 | , 1 Timber 
A. W. Maupin, Missouri Central, Union, Mo. Seatins. biigioe ond Boing, Ae rae Beane tes Lym | is abundant and cheap. An eight and even a six-ton locomo- 
A. B. Garrison, President, and R. R. Powell, Chief Engineer | Thirty-tive miles iron, 70 lbs. per yard, at $12,000 420.000 | tive is ample for our business. 





St. Louis & Manchester, St. Louis. 
BE. Wells, President Olive Street Railroad, St. Louis. 





snqguanticste He -vished to impress upon the minds of the Southern people 
basdenees.ce $1,284,500 | the fast that the future interest and the future development of 
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the South depends more upon the adoption, and the successful 
adoption, of the narrow-gauge than upon any other proposition 
or subject that has been submitted to us since the war. Then, 
instead of having an emigration from the South, we would have 
an immigration of ten thousand a year into the South. In 
conclusion, he said that they were looking with the greatest in- 
terest to the Denver & Rio Grande and other roads to be con- 
structed in the South. We are extremely anxious that you 
don’t make any mistake, and he asked them not to build a nar- 
row-gauge road on broad-gauge principles, and to take care 
that they did not load it down with palace cars, so that it may 
operate against usin the South. 


MR. G. A. KORWEISSE, 


of Kansas City, thought a two-feet gauge was sufficient for 
branch roads. He showed an estimate of a two-feet gauge road, 
which could be built through his section of the country for 
$7,860 per mile. Such a road would not require a rail of over 
20 pounds to the yard. 
COLONEL W. C. FALKNER, 

of Ripley, Miss., had built a road 25 miles long since last Sep- 
tember, on a three-feet gauge; had it all ready for the rails 
and the iron all ready to commence laying the track. It had 
cost him only $10,000 per mile, whereas the estimate of a broad- 
gauge road some years ago on the same alignment was $26,000 
per mile. He thought the only roads which could pay on the 
original investment in this country were narrow-gauge roads. 


SECOND DAY. 


The convention having been called to order by the President, 
Mr. Howland, of St. Louis, offered the following resolution, 
which was adopted : 

Resolved, That in view of the necessity of concert of action 
and the dissemination of information on the construction of 
narrow-gauge roads, a central committee be appointed, con- 
sisting of thirteen persons, to whom all applications may be 
made for information, and all statistics bearing on the ques- 
tion be forwarded. Said committee to have full authority to 
call the narrow-gauge advocates into convention at such times 
as they may think proper, and take such action as they may 
deem advisable to advance the general interests of the nar- 
row-gauge movement. 

The Cha'‘r appointed the following gentlemen on said com- 
mittee : 

C. H. Howland, St. Louis, Mo. ; W. H. Greenwood, Denver, 
Col.; E. Hurlburt, Atlanta, Ga. ; W. C. Falkner, Ripley, Miss. ; 
P. B. Borst, Luray, Va.; W. 8. Auchincloss, Wilmington, Del. ; 
E. Wragge, Toronto, Canada; B. E. Wells, Opelika, Ala.; G. M. 
Priest, Henderson, Ky. ; W. J. Sykes, Memphis, Tenn. ; W. S. 
Taylor, Cairo, Il.; L. A. Grant, Des Moines, Iowa; D. E. Small, 
York, Penn. 

MR. P. B. BORST, 

of Luray, Va., President of Washington, Cincinnati & St. Louis 
Railway Company, made an address in which he spoke of St. 
Louis as the center of the narrow-gauge system; said that 
while the North was well provided with railroads, many more 
were needed in the South, the Southwest and the Northwest, 
and that these should be made of the narrow gauge. His com- 
pany was trying to build a road from Richmond to St. Louis, 
with a branch to Washington, and had received large sub- 
scriptions in Virginia. Its route across Virginia would be par- 
allel with and south of the Baltimore & Ohio, through a country 
rich in minerals, and would give a new and short outlet to tide- 
water for Western traffic. The cost of construction to St. Louis 
would only be $13,460 per mile, and he maintained that the 
branch road to Washington and other points, which would cost 
but $15,000 per mile, would pay a dividend of at least twenty- 
tive per cent. per year. 

A resolution was offered declaring that St. Louis was destined 
to be the central city of this continent and indorsing Mr. Borst’s 
projected road. This resolution was referred to a committee, 
which reported it as follows, in which form 1t was adopted : 

Resolved, That in the opinion of this convention it is highly 
important to have constructed a grand central narrow-gauge 
track railroad from tide-water to the interior of the continent, 
that the var ous narrow-gauge railroads now in process of con- 
struction in the oe Valley may have continuous con- 
nectivns with the seaboard. 


THIRD RAILS, 


Mr. L. A. Grant, of Iowa, asked the opinion of the delegates 
present on the subject of a third rail on the standard-gauge 
track ; whether it is practical, and if practical, whether advisa- 
ble. It had been suggested to him tliat the expense of putting 
on a third rail on a broad gauge would be very much less than 
the construction of an independent road. On the other hand, 
it was maintained that the expense would not be so very much 
less, because it would be necessary to put down a rail as heavy 
as that employed by the broad gauge—that there were no 
means of hoisting a small rail so as to make it practicable. 

Mr. Wragge, of Canada, replied that in Canada there was a 
third rail laid on a broad-gauge road for a distance of nine 
miles. It was necessary, however, that the rail should be the 
sime weight, or at least the same height as the broad-gauge 
rail. 

Colonel E. Hurlburt, of Georgia, also spoke to the question. 
He said one disadvantage of the third raul was that one could 
not run mixed trains. ‘I'wo rails might be placed inside of the 
broad gauge, the narrow gauge using the same bed, but the 
difficulty was the narrow gauge had to be governed by the same 
schedule. He spoke at some length of the objection made to 
establishing narrow-gauge roads. One mode ot objection was 
to quote some broad-gauge road which was at times blocked 
wit a rush of business, and then ask how could a narrow gauge 
take its place. The best reply was an explanation. He had 
never seen a broad-gauge road taxed to its utmost capacity. 
When they were blocked with business it was because they 
simply lacked rolling stock. Col. Hurlburt argued that not- 
withstanding the transfer from a narrow gauge, there was still 
a great advantage in favor of narrow-gauge roads, because of 
the high rates which the former were compelled to charge. 
They were a needless tax upon the resources of the community, 
and where narrow gauge would develop, they often retard the 
advancement of a country. 

THE REPORT. 


Mr. Wragge, on behalf of the committee, read a long report 
upon the subject of narrow-gauge railroads, which, on motion, 
was received and referred to the Central Executive Committee 
for revision and verbal correction before publishing, and there- 
upon the Convention adjourned, subject to meet again upon the 
call of the Central Executive Committee. 


Prompt Transportation of Way Freight. 


The Cincinnati Board of Trade has an officer entitled ‘‘ Super- 
intendent of Transportation Bureau.” The gentleman now 
holding that position is Mr. A. B. Waters. Under date of June 
4, he reported as follows on the lack of prompt transportatiog 
for freight received at way stations : 

Complaints are being made by some of our board in regard to 
want of promptness, at times, on the part of some of our lead- 
ing railways, in the transportation of freight accumulating at 
way stations. In this age “‘ quick time” is the order of the day 
for ‘through business,” and should be for local work as well. 











ae 


WAY FREIGHT NEGLECTED. 


The rapidity with which freight is carried one, two, and even 


three thousaud miles by some of the transportation compamies 
of this country ; the wisdom displayed in the thorough organi- 
zation of “ through freight business,” and the promptness with 
which property is delivered at far distant points, is one of as- 
tonishment to all who consider the subject. While this 1s the 
fact, it is equally surprising to notice the entire indifference 
with which way freight is treated by so many of our most im- 
portant lines. Although conceded by most railroad managers 
that the local freight 1s the cream of their whole business, yet 
this same busiuess is often neglected, and seldom receives any 
cultivation at their hands. 
CAUSES OF THE NEGLECT. 

The time-table and working rules may receive the greatest 
care and made to meet ali the requirements of the particular 
road for which they are intended. ‘Trains may arrive and de- 
part with the regularity of their standard time, all of which is 
very desirable ; but if the business of the road is not accom- 
plished, and if the work not properly performed, the expecta- 
tion of the stockholders cannot be realized or the public properly 
served. 

The very object for which railroads are built is frequently de- 
feated by the insubordiuation of employees, or the want of ex- 
ecutive ability on the part of the officers having immediate 
charge of moving trains. 

Loaded cars are not unfrequently left on side tracks at way 
stations for days, and trains only partially loaded passing more 
or less each day without hitching on to the cars, or stopping 
even when hailed by the agent. Cases have been cited of loco- 
motives without trains attached passing over lines where there 
were many loaded cars on different side tracks waiting days for 
transportation in the same direction. An hour or two's delay of 
the engine would have relieved twenty or thirty cars. 

Train men often do, when behind time, and frequently when 
on time, unless under good subordination, pass by work in 
order to make sure of reaching their destination on time, or to 
make some named point in some given time, without regard to 
the interests of the company that employs them, or the interest 
of the owner of the property they have so ‘nnecessarily left be- 
hind, perhaps in a perishing condition or greatly dim nishing 
in value each day it is allowed to remain on the side track, 

LACK OF DISCIPLINE. 

These cases of insubordination, if reported to the proper offi- 
cer (and very few ever come to his knowledge), are quite fte- 
quently passed over by accepting some insufficient excuse, or, 
if reprimanded, it is done in such a delicate manner that it is 
soon forgotton, and the neglect of duty very soon repeated. 

LACK OF ROLLING STOCK. 


Applications oftentimes made for cars to transport freight are 
met by the reply that the demand for that article is so much 
greater than the supply that it would be difficult to name a time 
when they could be furnished, or that the company is short of 
engines, and they do not know when they can get the cars 
around, when very likely on the same road may be found one 
hundred or more loaded cars at way stations, and locomotives 
without full loads passing each way daily. Good care, how- 
ever, is taken that no through freight is allowed to be delayed, 
but the way freight may be passed by, on the principle that 
there is no competition for that business, and it can be taken at 
convenience. 

WHAT SHOULD BE DONE. 


To correct these evils in the quickest time possible should be 
the aim of those having charge of the property of others in 
the management of railways, for the stockholders, as well as 
for the owners of the tonnage which they undertake to trans- 
ort. 

, The same wisdom and vigilance which marks the advance- 
ment made, in the past few years, of the management of 
“through business,” if exerted in the direction of way freight, 
would on many lines largely correct the difficulty. 

HOW IT MAY BE DONE. 

What is required of our roads generally is : 

1. An equipment fully adequate to the wants of the road at 
all seasons of the year. 

2. A thorough, energetic railroad man, with good executive 
ability, in charge of the immediate running of the trains, and 
with no other business to divide his attention. 

3. A management that will be governed by the wise policy of 
encouraging and cultivating in every way possible the local 
business on the line of their road, and at the same time not 
neglect such through business as can be commanded at remu- 
nerative rates after the way busines is well cared for. 

Should these rules be fully carried out, many roads that 
have never paid dividends will soon tind a margin over expenses, 
and the public will be better served. 


PERSONAL. 





—N.-R. Gibson, late Chief Engineer of the Peoria & 
Rock Island Railroad, is now Chief Engineer of the Mus- 
catine Western. The assistant engineers at present are 
J. L. Frankberger, M. F. Hurd, Thomas J. Seeley, G. W. 
Williamson and E. E. Holmes. The present headquar- 
ters ot the engineer corps is Muscatine, Lowa. 

—Major F. R. Firth, Superintendent and Chief En- 
gineer of the Atchison & Nebraska Railroad, whose in- 
jury by an accident on his road on the 8th of June we 
noticed last week, died on the evening of the 19th. 
Major Firth was one of the most promising of the 
younger railroad managers, being bred to the profession, 
thoroughly educated, and having an enthusiasm for his 
calling and an interest in his road which led him to un- 
wearied exertions not only in its construction and opera- 
tion, but in measures looking to the settlement of the 
country through which it runs and the consequent de- 
velopment of traffic on the line. In this particular his 
exertions could hardly have been greater if the road had 
been his exclusive property. 

—It is reported that the presidency of the Erie Railway 
Company for the ensuing year has been offered to and de- 
clined by several well-known railroad men, and that Mr. 
John Tucker, formerly President of the Philadelphia & 
Reading Company, and during the war for a time Assist- 
ant Secretary of War, is looked upon with favor for the 
place. Itis also reported that Gen. Daniel E. Sickles, 
the present Minister to Spain, desires and expects the 
place. 

—The directors of the Hannibal & St. Joseph Railroad 
Company recently, while on a trip over the road, voted 
$5,000 to Mr. George H. Nettleton, the retiring Superin- 
tendent, a3 a testimonial of their appreciation of his ser- 
vices to the company. Mr. Nettleton goes to the Atchi- 
son, Topeka & Santa Fe road, and is succeeded by Mr. 
Lyford, formerly of the Erie Railway. 

—Mr. W. D. Hilton, Superintendent of the Providence 
& Worcester Railroad, was thrown from his carriage, at 
Grafton, June 21, and severely injured. 


bo 





Shicago Railroad Wlews. 
| Michigan Central. 


At « meeting of the directors held in New York, June 
| 24, a dividend of 5 per cent. for the half year was declared 
| to holders registered June 22, payable July 5. Stock- 
| holders regisiered in New York are paid by the Farmers’ 
| Loan and Trust Company, others at the Treasurer's 
| office in Boston. The transfer books remain closed from 
| June 22 to July 5. 
| Mr. George C. Hopper has been appointed Assistant 
| Superintendent in charge of the Jackson, Lansing & 
| Saginaw Division of the Michigan Central Railroad, in 
place ot Mr. A. Watson, resigned. The office and head- 

quarters of this division will hereafter be at Saginaw 
City. Mr. 8. H. Babeock has been appointed agent at 
Jackson in place of Mr. Hopper. 

The locomotive department of the road will be opened 
at Jackson, this city being the central point where the 
three divisions of the main line end, as also the Grand 
River Valley Division and the Jackson, Lansing & Sagi- 
naw Division. 

Steel rails are arriving both in this city and in’ Detroit 
for the double track and the renewals on the main line. 

The work of construction is rapidly going on on the 
Jackson, Lansing & Saginaw Division, and the road is 
completed about 60 miles north of the Saginaw Valley. 

Tue company has decided to complete the circle of 
their large new engine house at Jackson, adding 26 stalls, 
which will make 52 in all. They will also begin imme- 
diately to add 200 feet to the new machine shops at Jack- 
son, the full size of the building now constructed there. 
Ultimately, there all the rebuilding and the greater per- 
tion of the other work of the company will be done. 
Illinois Central. , 

The strawberry train on this road was started this 
year on the 22d of May, and withdrawn on the 11th of 
June. During that period 91 car loads of berries, or 
882,000 pounds, were delivered in this city. The straw- 
berries were grown along the line of the track from Cob- 
den to Centralia. The peach train will not be started 
until about the middle of July, or at least a week later 
than last year. 

Chicago, Pekin & Southwestern. 

Track laying was begun on this road last week at 
Streator, and the work will be pushed vigorously for- 
ward, and the line is expected to be compleied to Pekin 
by the first day of September. Two new locomotives 
have recently been received from the Schenectady Loco- 
motive Works, 

Chicago, Omaha & St. Joseph. 

At the annual meeting of the stockholders, held in 
Iowa City on the 12th inst., the old bourd of directors 
was re-elected. The meeting was entirely harmonious ; 
and, although work is not now going on, there are indi- 
‘ations that, at no distant day, it will be recommenced. 
Atr. C. T. Ransom was elected Secretary and Trensurer 
in place of Messrs. Sharpless and Clark, who divided 
these offices last year. 

Chicazo & Illinois River, 

This company, in connection with the Chicago & Can- 
ada Southern and the Chicago, Decatur & St. Louis 
roads, is asking the right of way into the city adjacent to 
and parallel with the track of the Chicago, Rock Island 
& Pacitic Company. The company is organized under 
an act of incorporation obtaincd from the General As- 
sembly in 1867. The first organization consisted of the 
to!lowing-named directors: RK. B. Mason, C. N. Holden, 
A. J. Galloway, James P. Root and C. C. P. Holden. The 
ofticers at present, are: President, C. C. P. Holden, Chi- 
cago; Treasurer, C. N. Holden, Chicago; Secretary, Jo- 
seph 8. Reynolds; Attorneys, Reynolds & Richberg. 
The main line, as surveyed, will enter the Vermillion 
coul fields about 8 miles south of La Salle, where they 
have the privilege of running their tracks 10 miles along 
the Vermillion River for the purpose of reaching coat 
mines. Theline is to cross the Illinois River at Henry or 
at Lacon, passing thence in a pretty direct line to Gales- 
burg. #rom this point it will extend to the Mississippi, 
striking that river either at Fort Madison, or at a point 
opposite Keokuk, the latter city being the ultimate ter- 
minus of the road. It is somewhat talked of that this 
line, with the Chicago & Cunada Southern, will constitute 
a through freight line from Buffalo to the Mississippi. 
The surveys show that the line can be constructed 
throughout on the same low grades that are to character- 
ize the Chicago & Canada Southern road. There is, 
however, another company, the Hamilton, Lucon & East- 
ern, which has a charter for and a completed survey of a 
line almost identical with this,and has made preparations 
for a considerable amount of construction this year. 
Personal. 

Alderman Peter Daggy, who has been Land Commis- 
sioner of the Illinois Central Railroad Company for 
some time and in the Land Department many years, has 
received a substantial token of the appreciation of his 
services by the company, in the shape of a beautilul 
American gold watch. Within the watch is the follow- 
ing inscription: ‘‘ Illinois Central Railroad Company to 
Peier Daggy, in recognition of efficient and faithiui ser- 
vices in tue Land Department.” 

Chicago & Alton. 

This company’s Missouri Branch is completed to Jef- 
ferson City, and will be officially opened for public use 
the ‘st of July. On the 24th inst., the Mississippi Vall y 
& Western road was opened on the west bank of the 
Mississippi, between Keokuk und a puint opposite Quincy. 








This will enable the Chicago & Alton roud to 
take that line hereafter instead of the road on 
the east bank of the Mississippi, for its route 


between St. Louis and St. Paul. This company has pro- 
jected their road southwestwarily from Jetterson City to 
& point about east of the northern line of the Indian ‘fer- 
ritory, whence it is to extend indefinitely westward on a 
line just north of tre northern boundary of Indian Terri- 
tory. The company is contemplating the completion at 
an early day of an extension of the Missouri line from 
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Mexico to Fayette on the northern extension (now under 
way) of the Missouri, Kansas & Texas road, ttus making 
a connection with and a short Chicago outlet for the 
great system of roads of that company ia Southwest Mis- 
souri, Kansis and the Indian Territory, and soon to ex- 
tend to Texas. 


Pittsburgh, Fort Wayne & Chicago. 

This company has decided, in addition to their arrange- 
ment to run excursion trains between this city and Balti- 
more during the sessions of the Baltimore National 
Convention, to extend the passes to Washington and 
return for the same price as has been fixed for tue trip to 
the Convention and return. Their offer will, without 
doubt, be embraced by thousands who would tike to see 
the National capital. The tickets will begin with the 
first of July and be good for ten days to Baltimore and 
Washington, and will be good until the 31st of July for 
the return. 


General Railroad Biews. 


ELECTIONS AND APPOINTMENTS. 











—WWe last week chronicled the election of two rival 
bods of directors of the Springfield & Northwestern 
Riilroad Company, and now the Springfield, Ill., Stade 
Journal gives a report of a third meeting at Petersburg, 
Ill., June 11, at which the following officers and directors 
were elected : President, W. G. Green, Menard County. 
Vice-President, Lewis Ross, Fulton County. Secretary, 
Geo. A. Blanchard, Mason County. Treasurer, John 
Williams, Sangamon County. Attorneys, Stuart, Ed- 
wards & Brown, Sangamon County. Engineer, Hobart 
Hamilton, Menard County. Directors—A. Converse, 

ten, Passficld, of Sangamon County; W. 8. Green, J. 
kK. Kincaid, A. K. Riggin, John Tice, of Menard County ; 
Lyman Lacy, of Mason County; Hon. L. W. Ross, Capt. 
Wm. Phelps, of Fulton County. 

—At a meeting of the stockholders of the New York & 
Albany Railroad Company, held June 19, 1872, the fol- 
lowing d rectors were chosen for the ensuing year: Geo. 
Talbot Olyphant, Robert Lennox Kennedy, Abiel A. 
Low, Otis D. Swan, New York; Thomas Cornell, King- 
ston; Robert A. Forsyth, Newburg; Joseph H. Ramsey, 
Thomas W. Olcott, Erastus Corning, Robert H. Pruyn, 
James Kidd, John Tracy, Daniel 8. Lathrop, Albany. 
Inspectors of Election—John W. Harcourt, John A. 
}oewey, William L. M. Phelps. Of these, Messrs. Oly- 
phant, Kennedy, Low and Cornell are directors of the 
Delaware & Hudson Canal Company, and Mr. Cornell is 
likewise President of the Wallkill Valley Railroad Com. 
pany. 

—At the annual meeting of the stock and bond holders 
of the St. Louis, Jacksonville & Chicago Railroad Com- 
pany, held at Jacksonville, Ill., June 12, the tollowing 
board of directors was elected : John J. Mitchell, Alton, 
Ill.; Charles P. Hodges, Carrollton, Ill.; S. E. Worces- 
ter, Whitehall, Ill.; Stephen Dunlap, Jacksonville, II1.; 
Wm. G. Green, Tallula, Ill.; Henry T. Strawn, Mason 
City, Ill.; Josiah Sawyer, Tremont, Ill.; Nathaniel W. 
Green, Pekin, Ill.; George Straut, Peoria, [ll.; T. B. 
Blackstone and John Crerar, Chicago. At a subsequent 
meeting of the board George Straut was chosen Presi- 
dent, and D. B. Howard, of Jacksonville, Secretary and 
Treasurer. The above-named officers and directors are 
all re-vlected. The road is leased to the Chicago & Alton 
Company. 

—At the annual meeting of the Chicago, Omaha & St. 
Joseph Railroad Company (late Iowa Southwestern), at 
Iowa City. Towa, June 12, the old board was re-elected, 
as follows: F. E. Hinckley, Chicago; Samuel Kirkwood, 
Charles F. Ransom, Rush Clark and Samuel Sharpless, 
Iowa City; Miles Smith and Wm. F. Coan, Clinton, 
Iowa: W. P. Wolfe and William Deane, Tipton, Iowa; 
Join F. White, South English, lowa; W. T. Smith, and 
J. \. Young, Oscaloosa, Iowa; George W. Seevers, India- 
nola, lowa. C. F. Ransom was chosen Secretary and 
Treasurer, in place of Messrs. Sharpless and Clark, who 
diviled these offices last year. 

—The stockholders of the Toolsborough Western 
Railway Company elected the following board of direct- 
ors at the organization of June 5: William Drury, New 
Boston, Il; James S. Hurley and Wm. L. Toole, 
Louisa County, Iowa; T. M. Lodge, Palmyra, Mo. ; 
N. Hawkins and D. R. Cameron, Chicago, IIL; R. B. 
Ennis, Kankakee, Ill. ; John C. Cushman and A. C. 
Capron, Plymouth, Ind. The directors elected officers as 
fellows: John ©. Cushman, President; N. Hawkins, 
Vice-President ; Wm. L. Toole, Secretary; R. B. Ennis, 
Treasurer. 

—Charles C. Smith, Chief Engineer of the Leaven- 
worth, Lawrence & Galveston Railroad has accepted the 
position of Chief _—— and General Superintendent 
of the Sheboygan & Fond du Lac Railroad. 

—James T. Kelsey, of Havana, Ill., is appointed Super- 
intendent of the Peoria, Pekin & Jacksonville Railroad 
and has accepted. 

—T. J. Nicholl, recently appointed Chief Engineer ot 
the Plymouth, Kankakee & Pacific Railway, is a young 
man, bred to the profession, who was for some time on 
the Lalayette, Bloomington & Mississippi, and afterwards 
for more than a year on the Plymouth, Kankakee & 
Pacific, and has done good work which his company 
seems to appreciate. 

—At the annual meeting of the stockholders of the 
Lake Superior & Mississippi Railroad Company, at St. 
Paul, June 8, the following directors were elected : Wil- 
liam G. Moorhead, J. Hinckley Clark, Samuel M. Felton, 
Isaxe Hinckley, Frank H. Clark, C. E. Furness, Philadel- 
phia; James Smith, Jr., C. H. Graves, W.L. Banning, G. 
Burnbam, St. Paul, Minn.; B.S. Russell, Duluth, Minn.; 
J. H. Stewart and W. D. Washburn. At amecting of the 
Board of Direztors, held June 11, 1872, the resignation 
of Wm. L. Banning as a member of the Board was ac- 
cepted, and Wm. Dawson, of St. Paul, was elected in his 
stead, and the following officers were elected: Frank H. 
Clark, President; Charles Eliot Furness, Vice-President; 








LOCOMOTIVE REPORTS, MARCH, 1872. 


Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 
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and Land Commissioner; Thomas M. Davis, Secretary 
and Treasurer of the Company and Treasurer of the Land 
Department; James Smith, Jr., Attorney of the Company 
and of the Land Department. 


—Mr. W.C. Quincy, General Superintendent of the 
“Ohio Divisions” of the Baltimore & Ohio Railroad, 
issued a circular from his office in Columbus, Ohio, June 
10, making the following announcement of appoint- 
ments : 

The Baltimore & Ohio Railroad Company having as- 
sumed control and operation of the Newark, Somerset & 
Straitsville Railroad, as the Straitsville Division of the 
Baltimore & Ohio Railroad, will open it fully for busi- 
ness June 15, 1872. The organization of the respective 
divis ons will be as follows : 

Central Ohio, Lake Erie and Straitsville Divisions —David 
Lee, General Supervisor of Road, William Franklin, 
General Supervisor of Trains, Zanesville; A. D. Smith, 
Assistant Auditor, N. Guilford, Assistant General 
Freight Agent, Columbus; George H. Vroom, General 
Supervisor of Bridges, Zanesville; A. C. Hoskins, As- 
sistant Engineer, Columbus; J. V. Wing, Supervisor of 
Water Stations, Zanesville ; Elias Dew, Supervisor of 
Engines, Newark. 

Central Ohio Division.—R. W. Jones, Supervisor of 
Trains and Superintendent of Telegraph, Alex. Platt, 
Master Mechanic, Zanesville; B. T Devries, General 
Agent, Bellaire; W. R. Hazlett, Agent, Zanesville; A. 
B. Jackson, Agent, Newark: F. H. Rich, Agent, O. B. 
Perkins, Master Mechanic, William Wing, Cashier, 
Columbus. 

Lake Erie Division—E. M. Livingston, Supervisor of 
Trains and Superintendent of Telegraph, Newark; W. 
L. Hager, Agent, Sandusky; G. V. King, Agent, Mon- 
roeville; E. 8. Close, Agent, Shelby Junction; F. Janes, 
Agent, Mansfield; P. H. Burke, Agent, Mt. Vernon; A. 
W. Dennis, Avent, Newark; W. Y. Johnson, Master Me- 
chanic; First National Bank of Sandusky, Cashier, San- 
dusky. 

Straitsrville Division.—E. M. Livingston, Supervisor oi 
Trains and Superintendent of Telegraph; Jno. W. Cor- 
coran, Supervisor of Track; A. W. Dennis, Agent, New- 
ark; Wm. Wing, Cashier,.Columbus. 


—The Utah, Idaho & Montana Railroad Company has 
organized by electing the following officers: P. E. Con- 
nor, President; Fox Diefendorf, Vice-President; O. J. 
Hollister, Secretary; O. D. Cass, Treasurer. 


—G. C. Cochran has been appointed Assistant General 
Freight Agent of the Atlantic & Great Western Railroad, 
with headquarters at Meadville, Pa. 


—The directors of the recently-organized New York 
and Long Island Bridge Company, which intends to erect 
«bridge from New York to Blackwell’s Island and one 
from Blackwell's Island to Williamsburg, chose the fol- 
lowing officers at a meeting on the 24th of June: John 
L. Brown, President; A. M. Bliss, Secretary ; Heman 
lr. Livingston, Treasurer; John T. Conover, A. W. 
Winans, Jacob M. Long, D. L. Pettee, and S. F. Knapp, 
Executive Committee ; Heman T. Livingston, George 
Wilkes, and C. R. Trafford, Auditing Committee ; and 
Stephen C. Walker, William C. Conner, Henry Vande- 
water, and Isaac D. Coleman, Financial Committee. 

—Mr. William Thomas, an eminent Boston merchant, 
who was a director in the Western, the Boston & Provi- 
dence, the Old Colony, and the Connecticut & Passump- 
sic Rivers railroad companies, died suddenly in Boston 
last week. 

—Mr. Charles P. Hartt, Treasurer of the Delaware & 
Hudson Canal Company, died at his residence in New 
York on the 23d of June. 

—G. B. Van Vorst has been appointed Superintendent 
of Motive Power of the New York Central & Hudson 
River Railroad Company to succeed Charles T. Ham, 
who has resigned to become a member of the firm of 
James H. Kelley & Co.,of the New York Central Lamp 
Works, Rochester, N. Y. Mr. Van Vorst was Master 
Mechanic of the West Albany shops previous to this ap- 








pointment, and that position he still holds. 


* Switching engines allowed 6 miles per hour. 


TRAFFIC AND EARNINGS. 





—The earnings of the Erie Railway for the first week 
of June were : 1872, $365,991 ; 1871, $345,806; increase, 
$20,185, or 6 per cent. For the second week of June they 
were: 1872, $412,947; 1871, $403,441; increase $9,506, or 
24 per cent. 

—The earnings of the St. Louis & Iron Mountain Rail- 
road for the month of June were: 1872, $44,147; 1871, 
$31,419.15 ; increase, $12,727.85, or 404 per cent. 

—The receipts of the Great Western Railwav of Can- 
ada, for the week ending June 7, were: 1872, £21,186 ; 
1871, £13,949; increase, £7,237, or 52 per cent. 

The receipts of the Grand Trunk Railway, for the week 
ending June 8, were: 1872, £35,400; 1871, £31,400; in- 
crease, £4,000, or 12% per cent. 


THE SCRAP HEAP. 





Quick Work. 

We are indebted to a correspondent at Williamsport, 
Pa., for the following account of rapid bridge building: 
“On the evening of June 6, Linden bridge, over the West 
Branch of the Susquehanna, six miles west of Williams- 
port, took fire at 6:45 p.m., from aspark from the engine 
of the first section of a through freight east, it is sun- 
posed. It was discovered by the second section very 
close after them, and within forty-five minutes of the 
time it was discovered it fell into the river. It wasa 
seven span wooden Howe truss bridge, and roofed and 
lined inside and out, the original cost of the bridge being 
about $110,000; its tength 1,134 feet. : 

‘*On Friday, the 7th, workmen and material were on 
hand, and on Tuesday night, at 7:30 p.m., the trestls 
was ready for trains to pass. Between 7:30 and 10 
o'clock p. m., twelve to fifteen heavy trains of forty-five 
long cars each had passed over the bridge or trestle. 
During the obstruction pissengers were transfered with 
but twenty minutes delay by a small steamer. 

“While the Linden bridge was impassable, the perish- 
able freight and all Empire Line freight for New York, 
was run to the market over Philadelpivia & Erie to Lock 
Haven, and thence via the Bald Eagle Valley Railroad to 
Tyrone, the Pennsylvania Railroad to Lewistown, and 
the Sunbury & Lewistown to Sunbury, Philadelphia 
freight going direct oa Bald Eagle Valley and Pennsy)- 
vania Railroad.” 

The bridge seems unfortunate, for a telegram reports 
that a part of the new structure was carried away by a 
flood on the 25th. 


Ohio Falls Oar Works. 

An exchange says: ‘‘The great car works at Jeffer- 
sonville, Ind., burned down lately, are being restored to 
more than their former greatness. The following par- 
ticulars are the latest in regard to the construction: The 
buildings will be thirty in number, and in their arrange- 
ment will be entirely different to those ofold. The walls 
of the ‘‘hard wood” machine-shop are all up, and the 
roof is being put on. Three freight-erecting shops have 
already been commenced, and the iron machine-shop 
was c mmenced last Monday. The bricklaying work of 
the latter is about completed and ready for the roofing. 
The foundry is being erected just adjoining the eastern 
limits of the car works grounds, four hundred feet back 
from the front fence. It will be the Jargest foundry west 
of the Allegheny Mountains. President Sprague expects 
to commence building freight cars in August.” 


Road Engines on the Tow Path. 

Under an act of the last New York Legislature, the 
Canal Commissioners are directed to allot a distance on 
the Erie Canal, not less than five miles, to D. D. William- 
son to experiment with his road steam-engine for towage 
of boats. Thecommissioners have set apart that portion 
of the canal extending from the lumber district in Albany 
to West Troy, and experiments will commence on Mon- 
day, ist of July, and continue three weeks, during which 
all boats will be towed gratuitously. 
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OLD AND NEW ROADS. 


Bridge to be Let. 


The city of Elmira, New York, purposes to construct 
a suspension or other iron bridge over the Chemung 
River, to be not Jess than 25 feet broad, with spans of noi 
less than 200 feet. The commissioners who have the 
work in charge invite bridge-builders to designate the 
class of bridge they will construct »nd the cost per lineal 
foot, and to inform them where a similar bridge, new in 
use, may be seen. These specifications are very indefi- 
nite, but doubtless details may be had by addressing the 
President, Wm. T. Post, at Elmira. 


West Wisconsin. 

The St. Paul Press says: 

“ The eastern end of the West Wisconsin Railroad, to 
connect with the Northwestern road, has beén located, 
and makes a junction with the Milwaukee & St. Paul, 13 
miles east of Tomah. The Tomah junction is to be 
discontinued, and that part of the West Winconsin run- 
ning into Tomah is to be taken up and placed on the new 
line.” 


Portsmouth, Great Falls & Conway. 

This road was open for traffic to North Conway, N. H., 
June 24. It is operated by the Eastern Railroad Com- 
pany of Massachusetts, which runs cars through from 
Boston to North Conway in five hours, making a con- 
venient and comfortable route for White Mountain 
tourists. 


Newark & Hudson. 

This road, which is an extension of the Newark & 
Paterson branch of the Erie, from Fourth Avenue, New- 
ark, to the west end of the Bergen Tunnel, is now nearly 
completed. The bridge across the Passaic is complete 
with the exception of painting and laying down the rails. 
The track across the meadows is laid, and is now being 
ballasted, and the only work which remains to be done 
is the completion of the cut through the hill at East 
Newark. This rvad will give direct railroad communi- 
cation with New York for the first time to Bellville, Frank- 
lin and the other villages on the line of the Newark & Pat- 
erson. The line will doubtless carry a large suburban 
traffic, as it opens up avery attractive section of the 
country, within a very short distance from New York. 
The line is constructed and owned by the Erie Company, 
and will be the fourth railroad line between Newark and 
New York. 

Toolsborough Western. 

This is the name of a company organized to build a 
railroad from New Boston, IIl., on the Mississippi River 
about midway between Rock Island and Burlington, to 
Council Bluffs, about 300 miles. This line is on the route 
of the old American Central Railroad, which was pro- 
jected eighteen years ago, and on which considerable 
‘money was at that time expended. 


Indiana & Illinois Central. 

The Tuscola Journal says that the track of this road 
is now laid to Camargo and the track-layers are moving 
east as fast as the iron arrives and are likely to complete 
the road through Douglas County in time to secure the 
county subscription. 

Dividends. 

The Michigan Central divides 5 per cent. for the half 
year, payable July 5, till which time the transfer books 
are closed. Holders registered in New York are paid by 
the Farmers’ Loan and Trust Company; others by the 
Treasurer in Boston. 

Denver & Rio Grande. 

This road was completed to Pueblo, 110 miles from 
Denver, on the 19th, and it is reported that 100 miles more 
will soon be under contract. The route so far is nearly 
north and south, near the foot of the mountain range, 
and through country which has some settlements nearly 
the entire distance. Though the country is quite difficult, 
the road is to an unusual extent a surtace line, cuttings 
and embankments being avoided by a very free use of 
curves. A large part of the New Mexico traffic goes by 
this road, and its business is said to be larger than could 
have been expected. 


New York & Long Island Bridge. 

This company, which the last New York Legislature 
authorized to construct a bridge over East River from 
New York to Long Island, having a central support on 
Blackwell’s Island, has completed its organization. and 
the directors have ordered that, under the provisions of 
the general railroad act, notice be given at an early day to 
the Common Council of the City of New York, the Board 
of Supervisors of the County of New York, the Com- 
missioners of the Sinking Fund of the City and County 
of New York, the Commissioners of Charities and Cor- 
rection (who control Blackwell’s Island), the Supervisors 
of Queen’s County, the Common Council of Long Island 
City, and the property owners directly interested, of the 
intention of the company to take possession of and use 
such property as may be necessary for the purpose of con- 
structing the bridge. It was resolved to proceed forth- 
with in the work of obtaining possession of the required 
property and of constructing the bridge. 


Minnesota & Northwestern. 

It is understood that the St. Paul & Sioux City Rail- 
road Company is to aid this company to iron its road 
from Mankato to Wells, which is now ready for the iron, 
and that the road will be controlled by the St. Paul & 
Sioux City Company. Heretofore the Southern Minne- 
sota was understood to control it. 


Milwaukee & St. Paul. 

It is reported that this company has purchased the 
Milwaukee & Northern road, and intends to complete it 
to Green Bay this season. It is also reported that steps 
have been taken toward the purchase of the Green Bay 
& Lake Pepin road’ If the latter road is purchased it 
will be extended to the West Wiscons‘n, reaching that 
road near Eau Claire, on the Chippewa River. 





Laurens Railroad. 

This road, which extends from Newberry, 8. C., (on 
the Greenville & Columbia Railroad, 47 miles northwest 
of Columbia), northwest to Laurensville, 8. C., a distance 
of 32 miles, was sold by auction at Columbia June 20. 
The Charleston Courier says of it: 

“ The bidding was at first quite spirited, and there ap- 
peared to be quite a competition between several parties 
for the possession of the road, and it was knocked down 
for $58 500, but the last bidder failed to put in an apear 
ance, as is customary on such occasions, and the property 
Was again put up under all the disadvantages of the non- 
complance of the first sale. The sale dragged heavily 
for more than an hour, and the final bid was made by 
Mr. John Wiley, of the firm of Kinard & Wiley, for 
$42,500, at which price it was knocked off to him. It is 
understood that the property goes to Dr. J. L. Neagle, 
the real purchaser. Messrs. Seibels & Ezell were the 
auctioneers employed by the assignee. The $20,000 cash 
was promptly paid down by the buyer.” 


Eastern Railroad. 

The summer time table of the Eastern Railroad, from 
Boston to Portsmouth, 56 miles, has on it 74 passenger 
and 12 freight trains. 


Lake Superior and Mississippi. 

The St. Paul Press says: * The rumors that work on 
the Superior Branch of this road would be abandoned, 
have been at last fully confirmed, and an entire change 
of programme is announced, which is as follows : The 
road is to be constructed down Rice’s Point, and on a 
bridge across the channel cf the St. Louis River, 
thence over Left Hand River bzlow Superior City, and 
on eastward along the south shore of the lake, to either 
Bayfield or Ashland, insuring beyond a shadow of 
doubt the increase in size and ‘mportance of one of 
these places. It is said that work on this iike is to be 
commenced immediately, and finished in eighteen 
months,” 


Important Railroad Suit. 

he suit of the Atlantic & Gulf Railroad Company os. 
the Central Railroad of Georgia has been finally brought 
to a close at Savannab. The action was brought to re- 
cover the value of a certain lot of railroad iron, belong- 
ing to the Atlantic & Gulf Company, which was seized by 
the Confederate Government during the -war, in pos- 
session of the Central Railroad Company. The action 
was commenced in 1866, but was not tried until 1868, 
when a verdict wasfound for the Atlantic & Gulf Com- 
pany, but a new trial was granted. The case was finally 
}.ried before Judge Schley, on June 12, and the jury found 
a verdict for the Atlantic & Gulf Company, the plaintiffs, 
awarding them the sum of $49,268.21, with interest from 
September 23, 1865. 


New Depots in San Francisco. 

The San Francisco Cali says that this company has 
opened its new freight depots in that city, which are situ- 
ated on the block bounded by Fourth, Townsend, Fifth, 
and King streets. These buildings consist of a receiving 
depot on Townsend street, 50 feet wide and 380 feet long 
and a delivery depot on King street, 75 feet wide and 380 
feet long. To reach these depots the company has built 
a new ferry slip, north of the old one at the foot of Sec- 
ond street, and laid a track through King street to the 
depots. 

The Southern Pacific Company has also built a new 
freight depot between Kentucky and Illinois streets 60 
feet wide by 400 feet long. This company also intends 
to build a new passenger depot on Fourth street near 
King. This company will soon discontinue the route by 
Bernal Heights on account of the heavy grade, and will 
turn off south of the heights, pass by the Five-mile 
House on the San Bruno road, across the Islais bridge 
and cut, and along Illinois strect to the new depot. As 
so nas the road and depot are completed, the old d=pot 
on Valencia street will be abandoned. 


Lee & Hudson. 

The directors of this compary held a meeting at Lee, 
Mass., June 17, at which it was stated that the whole 
amount of the capital is subscribed, 20 per cent. of which 
is to be called for at once. 


White Mountain Railroad. 


The rails are now laid to Groveton and the track will 
be ready for use this week. 


New Haven & Northampton. 

This company have determined to relay their track 
with stecl rails. The first installment of 1,000 tons has 
been received and will be put down immediately. 

New York & Oanada. 

Mr. J. V. Biker, President of this company, is adver- 
tising for proposals for building the section of the road 
from Whitehall to Port Henry. It is said that the entire 
road will be under construction before fall. 

Hannibal & St. Joseph. 
Atchison, Kan., voted June 20 to issue $50,000 in city 


bonds, to aid in extending the Hannibal & St. Joseph 
Railroad to that city. 


Chicago & Southwestern. 


The Atchison Branch is now completed to within a 
mile and a half of Atchison. 
Baltimore & Potomac. 

A correspondent of the Boston Advertiser says that the 
two miles of this road in Baltimore were built in a some- 
what hasty manner. The officers of the road having 
learned that the opponents of the road intended to apply 
for an injunction against the construction of the road 
into Baltimore, massed all their hands, and as soon as the 
court adjourned on June 17 the men were all set to work. 
A moon-light night favored them, and before 9 o’clock, on 
the morning of June 18, the last spike was driven. The 
section of track laid was about two miles long, and 
crosses three streets—Calverton Road, Franklin and 
Townsend. At the street crossings double tracks were 
laid. It is stated that the road will be running to Wash- 
ington in ten days. 





Columbus & North estern. 

This company filed its certificate of incorporation with 
the Secretary of State at Columbus, Ohio, June 19. The 
company propeses to build a railroad from Columbus, 
through the counties of Franklin, Union, Logan, Hardin, 
Auglaize, Allen, Putnatin, Defiance and Williams, to a 
point on the line between Ohio and Michigan, in 
Williams County. This line would be about 130 miles 
long. The capital proposed is $4,000,000, in shares of 
$50. The corporators are: Charles M. Hughes, Norman 
Tucker, J. R. Hughes, 8. A. Baxter, Jr., Calvin 8. Brice, 
J. B. Roberts, Theo. Mayo and E. Sanford, 


Columbus, McArthur & Gallipolis. 

Work has been commenced near Vinton by Mr. Jones, 
who has the contract for building the bridge across Rac- 
coon Creek and a half-mile of grading. The engineers 
are locating the line near McArthur. 


Cleveland, Mt. Vernon & Delaware. 

A Mt. Vernon correspondent of the Columbue, O., State 
Journal says that the locomotive has reached the summit 
cut, and only two small trestle works remain to be com- 
pleted between that point and Mount Holly. Mount 
Holly will be reached by July 1. The construction of 
the large bridge across the Mohican proceeds very slowly, 
difficulty in obtaining hands being given as the cause, 


Lake Shore, Midland & Western. 

Official notification of the organization of this compa- 
ny was filed with the Secretary of State at Indianapolis, 
June 19. The road, which the company propose to build, 
will extend from a point on the line between Indiana 
and I}invis in Newton County and run northeastward 
through the towns of Kentland and Gcodland in that 
county and thence in a direct line through Jasper, White, 
Pulaski, Fulton, Kosciusko and Noble countics to Ken- 
dallville on the Lake Shore & Michigan Southern road. 
This line is nearly parallel with, and about 35 miles north- 
west of the Toledo, Wabash & Western, and is about 130 
miles long. The capital stock is fixed at $2,500,000, di- 
vided into shares of $50 each ; and the Board of Direc- 
tors for the first year are: Alexande: J. Kent, Alexander 
Sharp, A. 8. McCullough, Josiah E. Brown, Wm. Foster, 
Christopher F. Harter and John Mitchell. 

Muscatine, Kewanee & Eastern. 

Mr. E. V. Bronson, the President of this company, 
which proposes to construct the Illinois section, or an 
Illinois section, of the projec'ed Continental Railway, re- 
ports from Pontine, Ill, that right of way and local aid 
are secured in that direction. 

Milwaukee & 8t. Paul. 

The citizens of La Crosse are strongly opposing the 
construction of the proposed railroad bridge connecting 
the Milwaukee & St. Paul and the Chicago & St. Paul 
roads, two miles above that city. The company have 
offered, as a compromise, to extend their line into the 
business portion of the city and to run local trains con- 
necting with all trains passing over the bridge. The La 
Crosse people are not satisfied with this, and the whole 
matter is to be referred to the Secretary of War, who, by 
a recent act of Congress, has considerable discretionary 
power as to the location of bridges. That officer will 
appoint a commission to examine into the matter. 
Marquette & Ontonagon. 

Special meetings of this company and of the Houghton 
& Ontonagon Railroad Company are called to meet in 
Marquette, Mich., August 9. One of the purposes for 
which the meetings are called, is to ratify an agreement 
of consolidation between the two roads. 

Utah Northern. 

The Salt Lake Herald says that 20 miles of track are 
now laid on this road, although the work has been som: - 
what impeded by high water. It is hoped that cars will 
be running to Logan by August 1. 

South & North Alabama. 


This road is so near completion that the company ex- 
pect to ran trains through from Montgomery to Decatur 
by September. The completion of this road shortens the 
distance from Cincinnati and Louisville to Montgomery, 
by the old Atlanta route 159 miles, by way of Dalton and 
Calera 121 miles, and by Chattanooga and Birmingham, 
84 miles. 

Union Pacific. 


The people of Omaba having become somewhat 
anxious about the permanent depot buildings which the 
Uaion Pacific promised to corstruct in that city, in con- 
sideration of certain aid given by Omaha, the Chairman 
of the Bridge Committee telegraphed to the President of 
the company, Mr. Horace F. Clark, saying that nearly 
half of the specified time, within which the buildings 
were to be begun, had elapsed, and asking if he should 
assure the citizens that work on them would be begun 
shortly. Mr. Clark telegraphed back, June 14, that the 
directory had just decided to p'oceed with the work 
forthwith. . 

Knox & Lincoln. 


The city Council of Bath, Me., has passed resolutions 
against leasing this road to the Maine Central, until the 
cities and towns which are stockholders in the Knox & 
Lincoln Railroad Company have time to consult and 
determined what the best interests of the road and the 
company require. 

Fort Scott, Humboldt & Western. 

The work of grading and bridging this road has been 
completed and accepted by the company. Captain 
Kingsbury, engineer in charge for the contractors, 
Messrs. Ray and Whitney, of Chicago, gives the Fort 
Scott Monitor the following figures: Length of the line, 
42.6 miles ; total number cubic yards of eurth excava- 
tions, 378,478 ; total number cubic yards solid rock, 
22,151; total number cubic yards loose rock, 12,232 ; 
total number cubic yards culvert masonry, 3,000 ; total 
number feet b. m. timber in trestles, cattie guards, etc., 
424,487. The longest trestle is 1,084 feet, or nearly one- 
quarter of a mile in length, and contains over 100,000 
feet of timber. Its height for about 200 ‘eet in length is 
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85 feet, the balance being reduced by embankment to 
from 10 to 12 feet. The highest embankment is 30 fcet 
from bottom to top. That is on the east side of Tenni- 
son Branch. The largest cut is near Fort Scott. It is 
1,400 feet long and 17 feet deep, nearly half being solid 
rock. Tne next is 1,200 feet long and 8 feet deep—all 
selid rock. B.tween Tennison Branch and the Marma- 
ton River is another cut—one-half solid rock—which is 
1,300 feet long and 15 feet deep. Another is on Coal 
Creek, about three miles east of Humboldt. It is a rock 
cut 1,100 feet long and 7 feet deep. 


Missouri, Kansas & Texas. 

This road is now finished, and trains are running to 
McAlister, 108 miles north of Sherman, and the grading 
and masonry are completed thirty miles further. Gam- 
blers and desperadoes, who have followed and given so 
much trouble to the railroad men, have been effectually 
driven away by the military. 

Mr. Daniel Stewart, writing to the Fort Scott Monitor, 
says of the progress of this road : 

“The new depot is at McAllister’s, 22 miles south of 
the Canadian, and the track is now complete to Perry- 
ville. From Perryville to Limestone Gap, a distance of 
about 27 miles, the grading is all finished except about 
one week’s work. The line runs through the point of 
Limestone Ridge, and there is about 2,000 cubic yards of 
rock to be removed, which with energy can be done 
before the track reaches that point. This gap is about 
65 miles from Red River, and in 80 days there will be at 
least 25 miles graded and bridged south of ‘he gap, thus 
leaving to be done in three and a halt montus, or till 
Nov. 1st, 40 miles to complete the road to Red River. 
As the work becomes lighter, there is no doubt but this 
will be accomplished. About 30 miles from the Cana- 
dian, (or North Fork,) south would not cost less than 
$12,000 per mile for grading and masonry. The line 
from the Kansas boundry to the North Fork, on an 
average, I judge, did not cost more than $3,500 to $4,000 
per mile, deducting cost of Verdigris and Arkansas 
bridges.” Mr. John Scullin is the general contractor for 
the whole work, from the North Fork of the Canadian 
to Red River, 121 miles. Mr. Scullin has eighty mule 
teams, with harness, wagons, scrapers and tools out of 
number—an outfit costing between $40,000 and $50,000. 
The supplies turned out from the stores located along the 
line amount to between $25,000 and $30,00) per month. 
There is delivered ahead of the track 100,000 or more 
ties, manufactured by Captain Hyat. 


Rome, Watertown & Ogdensburg. 

The annual report of this company for 1871 shows that 
the average dividends of the company for the past eight 
years have been 114 per cent. per annum, The earnings 
for 1871 were $1,235,342, a decrease of $85,600 from 1870. 
The ciuses of this decline are stated not to have been a 
diversion of the business to new channels, and only in a 
smull degree due to the reduction of rates from one or 
two points. It should be attributed tothe severe drought 
of 1870 and 1871, which greatly reduced the products of 
the soil and lessened the shipments of produce and live 
stock. The report shows au aggregate loss of 49,328 tons 
of freight on products of the forest, products of animals, 
vegetable food, merchandise and other art cles, and a 
gain of 12,317 tons in manufactures, &., reducing the 
net loss to 87,011 tons. The length of road now owned 
by the company is as follows: 


Miles, 

Main line Rome to Ogdensburg. .............cescecececccecces 141346 

I Is ob prewaied uns nicnenanesbictecscaerseneeneses 2834 
CD II nc, cacdekbachdusteskaceducs <csanbanaeuen 25 
POOR DPN sos is ds vcnkine dibdeSenedc cescasvceseseees aa 
OND kin bcaavsetsnaucntaie iisteialeak aMAtelin dima aie Gaiehiedeenes: wala’ 221 


There is, in addition, about 25 miles of side and double 
track. 

The present amount of stocks, bonds and liabilities, on 
account of the road, is as follows: 





Capel BOOOE ia cvisnésonea 405 sactsceete Mt? weenbwmonee $3,000,000 00 
Bonds outstanding 1st January..............ee seen eeees 1,502,606 10 
Bonds of the Oswego road assumed to be paid by this 
COMPANY, .ccccee cocccncicce sovccsccesscsescccecses 325,000 00 
TOWED. ccsecasencenvecse inns tha qermesninpee=cateente $4,827,606 10 


$21,844 per mile. 


Cattaraugus Railway. 

The Cattaraugus Union says that the contracts for 
building this road from Salamanca to Machias have been 
let to responsible parties. Harris Brothers, of Buffalo, 
have the contract for clearing, grubbing and masonry. 
Work is to be commenced at once. Mr. W. W. Coe is 
managing assistant engineer in charge of the construc- 
tion of the road. 


Franklin & Pittsburgh. 

The engineers engaged in surveying a route for this 
proposed road, as we learn by a letter from one of the 
party, have run a line from Franklin down the west bank 
of the Allegheny to the mouth of Bear Creek, up the 
latter stream to the summit between it and the Conno- 
quenessing, down the Connoquenessing to a point near 
Evansburg, thence across the ridge to Break-neck Creek, 
which point was reached June 14. The route thence will 
be up that stream to the summit, and finally down 
Girtie’s Creek to Pittsburgh. This line will be a little 
east of south about 25 miles from Franklin, west of south 
about 30 miles to Evansburg, and thence nearly due 
south 22 miles to Pittsburgh. 


Great Western of Oanada. 

During the ten weeks beginning with the Ist of April, 
1872, this road hauled 12,456 loaded cars bound from Chi- 
cago to New York and 5,999 bound from New York to Chi- 
cago, against 9,943 from Chicago to New York and 4,817 
from New York to Chicago for the same period in 18/1, 
Thus the increase in the total amount of this through busi- 
ness was {rom 14,760 to 18,455 cars, or just about 25 per 
cent. The increase is very evenly divided, being the merest 
trifle more than 25 per cent. on the eastward and the 
merest trifle less on the westward. The preponderance 
of the former is very striking, being more than two- 
thirds, or, more exacily, 674 per cent. 


Washington, Cincinnati & St. Louis. 
This narrow-gauge company, which obtained a charter 


at the last session of the Virginia Legislature, was organ- 
ized at a meeting held at Lurav, Va., June 13, by the elec- 
tion of Hon. P. B. Borst, of Luray. President, and the 
following board of directors: Hon. John F. Lewis, B. F. 
Grayson, Sr., Hon. J. M. Seig, A. Broaddus, T. M. Al- 
mond and Hon. P. B. Borst. 


Lake Erie & Louisville. 

Contracts have b-en let and work commenced at sev- 
eral points on this road between Findlay and St. Marys, 
Obio. All the local aid asked for between these points 
has been voted to the company. The road-bed is to be 
ready for the iron by September 1. 


Toledo, Tiffin & Easton. 

The road-bed has been completed from Toledo to 
Mansfield, Ohio. The iron has been purchased and is 
expected next week, when the track-laying will begin. 
Baltimore & Potomac. 

The track between Odenton and Pope’s Creek, Md., 
has been completed, and work is progressing satisfacto- 
rily on the entire line. 

Mansfield, Oold Water & Lake Michigan. 

A correspondent of the Cleveland Herald says that the 
ironing of this road is not making any headway, and it 
is now doubtful if the track will be laid fora year or 
more. 


Milwaukee, Lake Shore & Western. 

The city of Manitowoc, Wis., on June 14, voted in 
favor of subscribing $75,000 to the capital stock of this 
company. 


Newark, Somerset & Straitsville. 

This road was fully opened for business by the Balti- 
more & Ohio Company June 15, under the name of 
“ Straitsville Division.” The organization of the staft is 
announced under the head of *‘ Elections and Appoint- 
ments.” 


Grand Rapids, Rockford & Greenville. 

A large force is at work on the section between Rock- 
ford and Greenville, Mich., a distance of 16 miles. Rock- 
ford is 13 miles above (nearly northeast) Grand Rapids, 
on the Grand Rapids & Indiana road, and the track of 
the latter road is to be used by the new company for the 
present at least. Itis prom‘sed that the line between 
Rockford and Greenville will be completed by midsum- 
mer, and that a section from Greenville northeast 20 
miles will be put under contract immediately afterwards 
and completed by December. The intention is to put 
the line on eventually to Alpena, on Thunder Bay, by 
way of Hougtton Lake, much of the way through pine 
forests, which are expected to give a large traffic. M. L. 
Jefferds, ot Grand Rapids, is President and Manager. 
Muscatine Western. 

An officer of this company gives us the following re- 
port of the progress of construction: 

“The engineering party was organized in the latter 
part of March; trial lines were commenced about the 1st 
of April, and location made from Muscatine to the lowa 
River, 26} miles. The work was Jet to contractors, and 
now the grading, bridging and tieing are all ‘complete, 
and tracklaying is progressing rapidly. Our quantities 
are 280,000 cubic yards of earthwork, 19,000 lineal feet 
of piling, 200,000 fect Gin. of pine timber, 220,000 feet 
Gin. of oak timber, 630 lineal feet of Howe truss bridges, 
and 70,000 cross ties. The Burlington, Cedar Rapids & 
Minnesota Railroad Company furnishes the iron, lays 
the track and puts on the rolling stock. The 264 miles 
of track are to be in running order July 1, 1872—pretty 
lively work for a new road. We have worked a portion 
of the time some 600 men and 300 teams; had _ no riots, 
no strikes, and have worked so quietly that even the 
GAZETTE did not find out what we were doing.” 


Atlantic & Pacific. 

The agreement made between this company and the 
representatives of San Francisco, concerning subscriptions 
of stock for the completion of the road to the Pacific by 
the cities of San Francisco and St. Louis, or their citi- 
zens, is as follows : 

Propositions agreed upon between the Atlantic & Pacific 
tailroad Company and the committee from San Fran- 
cisco, as a basis of co-operation in the construction of 
the railroad on or about the thir!y-fifth parallel, known 
as the Atlant'c & Pacific Railroad : 

1. That a concession of five millions of dollars in com- 
mon stock shall be made to the subscribers under this 
agreement, as provided in the following section. 

2. New subscriptions to the preferred and common 
stock of the company are to be allowed in Missouri and 
California, and stock issued thereon as follows: To the 
preferred stock not less than twelve million dollars nor 
more than fifteen million dollars. On every one hundred 
dollars of such preferred stock, sybscribed and paid for 
at its par value in currency, the respective subscribers 
shall be entitled to and allowed one hundred dollars of 
the preferred stock, and 33) per cent. of the common 
stock of the company, provided the 334 per cent. of com- 
mon stock shall be made up and delivered tv the sub- 
stribers to said preferred stock by the present stock- 
holders from and out of full paid and unassessable stock 
heretofore subscribed for or issued to them, or as the 
board of directors of the company may otherwise order 
and direet. 

California shall also be entitled to subscribe for and re- 
ceive of the preferred stock at its par value in currency, 
without the allowance of any per centage of the common 
stock, the additional ameunt of $5,000,000. 

3. Such preferred stock shall bear interest on all pay- 
ments made thereon from the date of the several pay- 
ments until the completion of the said railroad from San 
Francisco to the Colorado River, at the rate of seven per 
cent. per annum, payable in the common stock of the 
company, for which interest-money certificates of not less 
than one hundred dollars shall at the ena of each year 
be issued accordingly; but no certificates for fractional 
shares shall be issued. 

4. The stock subscribed for or belonging to St. Louis 
or any city or county of California, as corporations or mu- 





nicipal bodies, shall be placed, as may hereafter be de- 


termined by such corporations respectively, or authorized 
by law. with trustees, who shall represent and vote such 
stock in the interest and behalf of the respeciive corpo- 
rations as fully as individual stockholders could do. 

5. Thecommon stock issued and distributed under par- 
agraph two to private subscribers, either in California or 
Missouri, shall also be placed in the hands of trustees, 
and shall be represented and voted by them respectively, 
in the same manner as is provided in paragraph four, in 
order that the said Atlantic & Pacific Railroad Company 
may be managed and operated for and in behalf of the 
said corporation therein mentioned and referred to, and 


) be and remain under their control and direction. 


6. Certificates of siid common stock shall be negotia- 
ble, and subject to sale and transfer, but shall be issued 
with the provision on their face that such stock shall be 
subject to the conditions and such control as in above 
paragraphs four and five mentioned, for the period of 
twenty years. 

7. Should it become necessary for the purpose of con- 
structing or completing any part of said railroad to incor- 
porate in the State of California, all parties in interest 
shall be represented in the management of said incorpo- 
ration; but the California stock shall have a majority of 
the directors or trustees. Such incorporation shall be 
for, and in the interest of, the Atlantic & Pacific Railroad 
Company. 

8. All preferred and common stock issued under author- 
ity of anything herein contained shall have an equal in- 
terest in all the estate, property and unissued stock of the 
company, and shall be on an equality with the other pre- 
ferred and common stock heretofore issued, except as to 
preferred dividends of seven per cent. on the preferred 
stock of the company, and shall be full paid and unas- 
sessable. 

9. In addition to the amount of $16,400,000 of the stock 
of the company issued, or euthorized to be issued, and 
that herein above authorized to be issued, there shall be 
no other or further issue of either preferred or common 
stock, unless it be for cash at its par value actually paid 
in therefor to the company. Theassent of a majority of 
the California stock is required in all cases to give valid- 
ity to any future sale or issue of stock beyond that in this 
paragraph referred to and mentioned. 

10. All stock subscribed forin good faith in California 
or Missouri shall be entitled to representation in the 
board of directors of said railroad company in the pro- 
portion that the amount subscribed and paid for accord- 
ing totae termsof the charter and by-laws of the com- 
pany bears to the other stock, and shall respectively have 
the privilege of naming such directors. The California 
directors shall have the direction and control of the ex- 
penditure of all moneys subscribed or paid in by or on 
account of California stockholders, and the same shall 
be expended for the building, completion and equipment 
of the road from San Francisco to the Colorado River, or 
as they may otherwise direct. It is understood that in 
any event the California stock shall have at least three 
directors, 

11. Time shall be given until the 1st day of January, 
1873, for California to accept and carry into execution 


the above proposition. 
New York, June 4, 1872. 

Agreed to and signed in duplicate by the officers of the 
Atlantic & Pacific Railroad Company, and by the com- 
mittee from San Francisco. 

The Atlantic & Pacific Railroad Company: 

A. Pierce, JR., President. 

Wm. A. Haygs, Secretary. 

The Committee from San Francisco : 

RicwarD G. SNEATH, 
C. T. Hopxiys, 
Jonn L. HaGer. 

At a meeting of the directors of the Atlantic & Pacific 
Railroad Company, held in New York on June 4, 1872, 
the following resolution was adopted: 

Resolved, That the agreement between this company 
and the committee from San Francisco, relative to sub- 
scription of stock in California and Missouri, this day 
presented, be, and the same is hereby approved, and the 
President and Secretary are authorized to execute the 
same on behalf of this company. 

[ Attest. ] Wm. A. Hayess, Secretary. 


Houston, & Texas Central. 

The Galveston News reports that the strike of the em- 
ployees of this road isatan end. Most of the old engine- 
men are at work and trains are running as usual. 


St. Louis & Iron Mountain. 

The grading and bridging of the Arkansas Branch are 
completed to the Missouri State line, where connection 
is made with the Cairo & Fulton road, and only 25 miles 
of track remain unlaid. It is to be completed by August 
next. 


Oairo & Fulton. 

The grading on this road is progressing so rapidly that 
it is hoped the road will be open to Littie Rock by Octo- 
ber next. Work has been commenced south of Little 
Rock and sufficient iron purchased to lay the track to 
Arkadelphia in Clark County, Ark., at the head of navi- 
gation on the Ouachita. Proposals are being received 
for the building of a bridge across the Arkansas River at 
Little Rock. This bridge will be 950 feet long, and is 
intended to be a substantial structure. The counties on 
the line below Little Rock have subscribed $200,000 to 
the road, Saline County voting $50,000, Hampstead 
$50,000, and Clark $100,000. 

Salinas Oity & Monterey. 

Some San Francisco capitalists propose to build a road 
between these two points. The road would run west- 
wardly from Monterey and be about 15 miles long. 

West Side, of Oregon. 

This company has about 200 men at work clearing and 
grading about eight miles northwest of Lafayette. 
American Fork. 

Work has commenced on the grading of this Utah 
narrow-gauge road, and the road will be pushed forward 





rapidly. 








